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Abstracty

Amongst different aspects of the economic
history of India, the least explored perhaps is the
origin, growth and operation of her vast railway system*
Compared to the amount of works on all these other aspects
of India’s economic history, literature on her railways
is very limited® This limited number of works, again,
are mainly concerned with the history of Indian railways
as a whole and the histories of individual railways, each
a potential subject in itself, thus remain yet to be
written* The present thesis 1s an attempt at dealing
with the history of one such individual railway, namely,
the East Indian Railway. Thite history of its long
career started in 1845 when the East Indian Railway
Company projecting this railway was formed in London and
this forms the starting point of our study also. Erom
this year, we carry on our review until 1879, the year in
which the entire undertaking, as authorised under the
contract, was purchased by the Government* The construct
ion of the different portions of this railway during this
early period raised numerous porblems* The initial prob-
lem was that of raising capital which was not available
in England nor was there any possibility of its being
provided from India. Even after this initial difficulty

was overcome, there were other problems - problems of
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securing labour and materials for the railway since none
of these could be procured, generally speaking, from the
local sources in India. How these difficulties were
overcome and the railway was ultimately built, and what
ef ects i1t had on the economic history of the area it
served, are questions dealt with in this thesis. In
treating our subject, we have not, of course, followed
any strictly chronological order. Arl these different
questions, such as finance, provision of labour, provision
of materials and so on, are viewed in their individual
perspectives and are treated 1in respective chapers and

sectionse®
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CHAMPS 1

IffIEBQMSZSEIl TM O-wlGl.. MB THE EARLY BEVELQEMEHT
Off THE. E.1.R.

In this chapter, we propose to trace the origin
end growth, within the period 184-5-1879* of the
railway system which under trie name of the East Indian
Hailwayll, forms the subject-matter of this thesis.
In the early forties of the 19th century, a railway
line serving the entire distance from Calcutta to
Kirzapur in Upper India, and even beyond that, to
Delhi, was the cherished dream of an isolated individual.
But, by 1371, it was realized in the shape of the
E.L.R. which, with different branches and extensions,
served the entire Gangetic Valley. he shall note in
this chapter the stages in this development, our
object being primarily to trace in outline the different
parts of that undertaking.

It was Howland MacDonald Stephenson with whom
the i1dea of the E.I.H. originated. Born in England
in 1808, Stephenson witnessed the beginning of the
railway age in that country in the 1820°‘ and also

saw 1ts culmination in the period of “railway mania"

1. mentioned henceforth as the E.I.R.



"
in the mid-forties oi that century.J numerous

projects were being made for railways both at home

and abroad. By profession a civil engineer, otephenson
was easily affected by the spirit of the age end became
a railway promoter. The country he chose for

carrying out his project was India. This was probably
due to the long association that his family had v/ith
that country.

The idea of the construction of a railway had
occurred to Stephenson as early as 1641. Having, at
the back of his mind, a possible railway line from
Calcutta to Burdwan, Btephenson had gone to India to
collect information as regards the availability of
land, timber and skilled labour in the neighbouring
areas where the railway was to be built." he was in
communication with J. Erskine, an nuropeen owner of

coal mines in areas close to the river Ajay with the

1. R.D. Baxter, 1Hailway extension and Its Resultsl,
Journal of the statistical Society, vol. XXIX, (1866;,
reprinted in Essays in Bconomic History, edited by
E*1i. Carus-.vilson “London 1962;, Vol. 111, p.33.

2. One of Btephensonls ancestors, Rdward Stephenson, had
been at the Mughal Court early in the eighteenth
century, with the object of securing certain commercial
concessions in favour of the nest India Company's trade
in India. Two of his own brothers were in the service of

ny. c.f. i. Thorner*, Investment in

mEmpire. British Railway and Steam shipping Enterprise in
India 16<p—1649% (irriladcipnia. lppO; ,pp*4p—6 also
footnote Bo. 2 in p.64.

3. R.M. Btephenson, ueport upon the Irecticsbility and
advantages of introduction of Railways into nritish India
(London 1844; , pp.46-47, attached to Railway Hornfe
Correspondence (abb. Rly.home Corrs.), 1R1,Col.I.



object of securing information as to the existing
traffic in goods and passengers to and from Burdwan'
He also discussed with Joseph Locke, the eminent
civil engineer in England in those days, about the
practicability, both from engineering and commercial
points of view, of a railway line stretching from
Calcutta to Benares and Delhiz. he also went to the
extent of referring the matter informally to the Last
India Company's Court of Directors in London, which
rejected the whole proposal as a "wild project"."

In 1844, Stephenson was in India again in connection
with his railway project. inis time he made a formal
approach to the Government of Bengal, In two
successive letters to that authority, he spoke of the
construction of a line of railway in the province.

The concessions he asked for from the Government for
the Company to be formed for the purpose of building
the railway, included a charter or an act of incorpor-
ation which would entitle 1t to purchase the land

1. keplies of J. Erskine to enquiries regarding the trade
of Burdwan in 1341, Btephenson*s Deport etc., op. cit.

p. 4-7.

2. Copy of Joseph Locke's letter dated 22 Feb. 1841,
Stephenson’s keport etc., or.cit. pp. 58-59-

5. kinutes of evidence taken before the Select Committee
on Last India (klys), Parliamentary Papers, (abb. Pari.
*so0.), House of Commons (abb. H.C.; 1857-53, XIV (416;,

p. 51, Q. 5829.
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required for the projected railway under the sanction
of the Regulation I of 1824—1. The. undertaking was to
remain under the direct control of the Government
which would appoint either a certain proportion of the
directors of the prospective companyp or a superintending
committee?','. Emphasising the importance of the under-
taking, Stephenson wrote - "That the subject is one of
paramount importance to the best interests of the
country, and calculated in a military as well as a
commercial point of view to be productive of the most
beneficial results, it will, I apprehend, be unnecessary
for me to demonstrate.""* The Government of Bengal,
handicapped as i1t was, in its ever-expanding administrative
and military duties due to insufficient means of
communication in the country, did not fail to realise
the importance of the project i:>roposed by Btephenson
and showed a keen interest in it by assuring Stephenson
of its readiness to grant the concessions he asked for
1. Stephenson to J.I1l. Halliday, wuec. to Govt, of Bengal,
20 July 184-4-, Stephenson's kenort etc., Op.Pit, p. 18.

2. Stephenson to Hilliday, 15 July 1844-, Stephenson's
Aeoort etc., 0 . Cit. pp. 17-18.

3. Stephenson to Halliday, 20 July 184-4, Stephenson's
deport etc., On. Pit. p. 18.

4. Stephenson to Halliday, 15 July 1844, Stephenson's
He :ort etc., Op. Git. p.17*
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in favour of a well-constituted company 1. Stephenson
also approached high government officials like Captain
A.S. Waugh, Surveyor General of Indie, Captain Goodwyn,
Garrison Engineer and Civil Architect of Fort William,
W. Green, Secretary to Military Board and E. Wilkinson,
Supervisor of Customs. He wrote letters also to the
principal mercantile houses of Calcutta and to some
of the influential local residents. ithe object of all
these communications was to collect information about
the existing traffic in goods and passengers in the
Bengal Presidency. With one or two exceptions, the
response from almost all these people was encouraging
specially in respect of the line of railway in northern
India as suggested by btephenson2

On the basis of fairly enthusiastic support in
India, Btephenson, on his return to England aowards
the end of the year 18AA, made a proposal to the Court
of .Directors for building a railway line from Calcutta
to the Burdwan coal districts'". He put his observations

1. C. Beadon, Und.Sec. to Govt, of Bengal, to btephenson,
8 August 1844, btephenson’s meport etc., Or.Cit.

pp. 18-109.

2. All these letters are printed in Stephenson’s xceoort
etc., Op.Cit. pp. 19-45.

5. Btephenson to J.C. melvill, mec. to Court of directors
(mentioned henceforth as Court), 13 nec. 18A4, xdLy.
Home Oorrs., ’'Al, Vol. 1.
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on the practicability ox a railway line in Bengal in

the form of a printed report and appended to i1t all

the correspondence that he made in India on the subject.

The object of Stephenson* s activities in India in 184-3-44

thus seems to have been, as it has been pointed out

by Daniel fhornerl, to draw support for his project

from the responsible local authorities which, he knew,

would give weight to it in the eyes of the court of

Directors. file way Stephenson acted proved how far-

sighted he was. Money, men and machinery for the

projected railway were to come, almost entirely, from

England and so, it was considered more convenient to

put it under the management of a London Board of Directors.

Incidentally, Stephenson’s proposal was the first

railway project submitted formally for the consideration

of the Court of Directors”™, and this was closely followed

by one from the Great Indian Peninsular Pailway Companyj\.

the Court of Directors, though not rejecting the

proposals outright as they had previously done in 1841

when Stephenson had made his informal approach to them,

proceeded slowly and cautiously. Before coming to any

1. thorner, Op.Cit. p.55-

2. Report from the Select Committee (abb. 8c¢l.Com.) on
mast India (Rlys), 13 July 1838, Pari.Pap. (B.C.),1857-58,
XIV, (416), p. 1iii.

3+ TIbid. . h
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final decision as regards these particular proposals,
they wanted the whole question of the practicability
of railways in India, both from the engineering and
commercial points of view, to be thoroughly investigated
on the spot by some eminent engineers, one of whom was
to be sent from England. An investigation along
these lines they considered to be most essential
because of the supposed engineering difficulties in
the way of the successful construction and working of
railways in India - difficulties which, it was believed,
arose mainly from the climatic conditions there
The report of these engineers, again, was to be
-thoroughly examined and commented upon by the Govern-
ment of India. If the opinion of all these authorities
was favourable, the Court was prepared to give its
sanction to the construction of a short, experimental
line. Further extensions were to follow only on the
success of this initial venture. thus, the railway
despatch of the Court of Directorosf*7t0 the Government
of India, which was the first of i1ts kind, contained

P

detailed and emphatic instructions on all these points”®.

The attitude of the Court of Directors was perhaps

I. Infra, Chap. II, pp. 38-40

2. Court to Gov. Gen.-in-oounc., 7 “sy 1845, (Legislative
Dept. No. 11), Pari.Pap. (H.C.), 1845, kkXIY, (527?)

pp. 1-3.
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not entirely unreasonable under the circumstances.
.apart from the question of general pessimism that
prevailed in .England at that time about the prospects
of railways in India and also the question of risk
that might devolve on the Court under the financial
arrangement proposed by the nailway Companies' , We
have to remember here that railways were a new invention
in those days and the conditions in India, because of
the vast distance to that country, entailing a journey
of more than a month in the slow-moving steaia-vessels
of the time, were not very familiar in England.

ithese difficulties perhaps justified the Court's
insistence on a thorough examination of the whole
problem. The Court was, of course, very eloquent
about the importance of railways generally in the
political, economic and social life of a country and
went to the extent of stating, - "It cannot admit of
question, that wherever railroad communication can be
advantageously introduced and maintained, it is
eminently deserving of encouragement and co-operation

from the Government."2 Furthermore, they definitely

stated that if the railways were at all found to be

1. Infra. Chan. II, pp. 43-51

2. Court to Gov. Gen.-in-Counc., 7 May 184-5, (.uegis.bept.
ho.11), Pari. Pap., (H.C.), 184-5, XXalV, (32?), pp.1-3.
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practicable in India, they were to be constructed and
managed, as m England, by private railway companies'i
The response from the Court of Directors was thus
qualified. Still, 1t was in sharp contrast with
their earlier cold indifference and it 1s, of course,
difficult to find any reason for this change of
attitude on their part. However, even this response
from the Court must have been greatly encouraging to
'Stephenson and his collaborators in England - men
like Sir G-eorge Larpent and B.D. Colvin who were
connected with some of the notable Jast India firms
or the day"z‘. They had already worked out a plan and
were proceeding accordingly. The main feature of
the plan was the formation of a railway company in
England and the deputation of a special agency to
India. The task of the latter was to be the formation
of a local committee there, which would communicate
with the j:>rovinciel government in India on the proposed
railway lines. The plan also took into account
the appointment and despatch to India of a sufficient
number of experienced railway surveyors and engineers
who would be responsible for the detailed surveys end

/T ;is.Dept.No.11)

Earl.Pap.. QH.C.;, 1845, XXXIV
2. "Thorner, Or* Cit. p.52.
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the initial construction work as soon as the consent
of the Government of India to the railway construction
had been obtained. !

The railway company was established by a deed
of settlement dated 1 June 1845. The indenture
states that it was a co-partnership under the name of
the '.hast India Kailway Company"z. The capital stock
of the Company was to be£4,000,000 .. divided into
16,000 shares of <8250 each, or the hast India Companyfs
rupees 2,500. rhe directors of the Company were
empowered by the indenture to increase the capital
stock from14,000,000 ... to£5,000,000 ..., to be raised
in shares of the same value'"’. Ina letter to the Court
of directors, the formation of the railway company was
announcedz‘d. The directors of the Company were stated
to be in a position to place themselves in communication

" (4 5d

with the Court on tne subject The Government of

1. Larpent and Ctephenson to Kelvill, 26 Jan. 1845, lily.
Home Corrs., ’Al, Vol. 1.

2. The name of the railway company subsequently became
"East Indian Railway Company (abb. S.I. Rly.Co.).
The exact time when this change from ‘India* to ‘Indianl
was made, we are unable to trace.

3. draft of Indenture, 1 June 1845, Rly. Home Corrs., */*,
Vol. 1.

4. Larpent, btephenson and Colvin to iiehvill, 10 June 1845,
Kly. Home Corrs., ‘Al, Vol.l.

5. Ibid.
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IndiaA and the Government of Eengalp also were
informed.

The newly-formed Company lost no time in
despatching the intended agency to India. Stephenson
was chosen to act as the Managing director of ohe
Company and also its agent in India. Having started
from England in July 1845, Stephenson arrived in
Calcutta in the first week of September . By this
time, the names of the men who were to serve on the
local committee of the railway company in India were
also forwardedlL. The entire cold season lay ahead
and Stephenson and the party of engineers and surveyors
who accompanied him from England, made the best use of
it by making extensive surveys of the trade and
traffic of the entire region from Calcutta to Delhi
and also of its physical conditions"L

1. Larpent, btephenson and Colvin to Hardinge, the Gov.Gen.
of India, 7 July 1845, Hly. Home Corrs., 1A', Vol.I.

2. Stephenson to Halliday, 4 Sept. 1845, Bengal Railway
Consultations (abb. Beng.Rly.Cons.), 10 Sept.1845,Ho. 1
Range 16$, Vol. XV.

5. Thorner, Or. Cit. p.72-

4. Stephenson to the local committee (at Calcutta), 2 June
1845, Railway Letters and Enclosures from Bengal and
India (abb. Rly.Letts. Encl.), Vol. I.

5. Stephenson to I. Thornton, bec. to Govt, of H.W. Province
17 Jan.1846, encl. to the latte: . ,
Sec. to Govt, of India, 24 Jan. 1846, Ibid.
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At the Government level also, there were much
activities at this period. In the same ship with
Stephenson, there had arrived in Calcutta from An,gland
T.M. Simms, an engineer of considerable fame and ability,
who was selected by the Court of directors to remain
in charge of the proposed investigation regarding the
practicability of railways in India'l. Captain Soileau
and Captain Western of the Bengal Engineers had already
been selected by the Government of Bengal to act with
Simmsz. These three men formed a commission which
commenced its duties by examining different areas in
the country with the object of ascertaining the
suitability of railways there. Burdwan was- chosen
to be the first locality to be examined where Simms
and western paid an early visit. my railway passing
through this area, i1t was feared, would be subject to
the injurious effects of the annual floods of the river
Bamodar- end the purpose of the visit was mainly to
ascertain the extent of tnese effectsl'lf nut, the
1. Helvill to the acting Chief Sec. to Govt, of India,
24 June 1845, Beng. lily. Cons. 3 Sept.1845,/Range 163,
iol. XV. No."

2. Military Board to C-ovr. of Bengal, 28 *uigust 1C4p,
Beng. Rly. Cons. 3 Sept.1845,/Range 166, Vol. XV.
snfra, Chap. I11, pp# 1:«38-141(\)1.0'7

4. I.H. Haddock, neputy Govr. oY Ben al, to Court, 4 Oct.
1845, paras 9 and i1io. Rly. j7etts. .incl., Vol. I.
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intended examination could not be carried out since the
flood water of thatj season havd not subsided as yet/'l.
Simms and Western next examined the areas between
Calcutta, and Bhagwangola . Simms also travelled
over the entire region from Calcutta to the Western-most
boundary of the British territories in India, then
fixed at the river Sutlej"'.
fhe results ofthese investigations were

subsequently put 1in the form of a report,signed by
Simms, Western and Boileau, which stated that railways
were practicable in India. It stated, “...railroads
are not inapplicable to the peculiarities and circum-
stances of India, but with proper attention can
be constructed and maintained as perfectly as in any
part of “urope.' ¢ While admitting that there were
certain engineering difficulties to the successful
construction and working of railways in India, the
report suggested how they were to be overcome”. Ihe
I. 1.h, haddock. Deputy Govr. of Bengal, to Court, 4 Oct.

184-5, paras 9 and 1C. Rly. Letts. Lncl., Vol. I.

2. Simms to Halliday, 17 Bov. 184-5, Beng. Rly. Cons.,
19 Bov. 184-5,/Range 165, Vol. XV.
No-l
5- Simms to Colonel Stuart, Military Secretary to Govt,
with the Govr.Gen., 25 Beb. 184-6, Beng. Rly. Cons.,
11 March 1846,/Range 165, Vol. XV.

No. B
4. 1ueport of trie Railway Commission, 15 March 1846, para*

eng. Rly. Cons., 25 March 184-6, ~o0. 6 Range 163,
Vol. XV.

5« Ibid. para 4.



20

views expressed in this report received wide support
in the official circles in IndiaA. By the middle of
1846, this report ox the railway commission, along
with the opinions of the Government of India, as
desired by the Court of directors, were despatched to
London?.

Throughout this period, the Board of directors of
the E.I. Rly. Co. in London, remained on the alert,
following closely the course of events in India.

As soon as information had reached Bngland that Simms
had expressed a favourable opinion regarding the
practicability of railways in India in a preliminary
memorandum dated 12 September 1845”, the London Office
of the E.I. Rly. Co. lost no time in informing the
Court of Directors of their readiness to start work
and they proposed the immediate discussion of terms4.
With the object of making the final arrangements between
1. The minutes ox nardinge, Haddock and other members of
the Council, ell appended to the Govt, of Indials
despatch to the Court of directors, 9 Hay 1346, lari.
Pepl (H.C.), 1847, XLI, (68), pp. 13-24.
2* 1bid, para. 4.
3. Simms1l Memorandum, 12 Sept. 1845, Beng. Rly. Cons.,
17 Sept. 1845,/Range 1 6 3 Vol. XV.

No. 4
4. Lerpent to Lelvill, 17 Bov. 1845, Rly. Lome Corrs.

f*P, Vol. I.



the Court ox directors and the hailway Company,
Btephenson returned to London in the middle of 1846
and another reminder on the subject was given to the
Court oX directors'. In e subsequent communication,
more distinct proposals were made

nut it was not before February 1847, i.e., about
two years later since btephenson had made his proposal
that the reply from the Court was received and then,
again, the terms they proposed, particularly the
limitation of the guarantee to a certain number of
years, were not acceptable to the Kailway Company.
Some sort of agreement was arrived at in September
184Y. But, no sooner had it been settled than
England was in the grip of a widespread financial
crisis which prevented the Hailway Company from
fulfilling the financial requirements under that
agreement. negotiations dragged on for another two
years during the course of which the Kailway Company
was insistent on having more liberal terms and the
Court of Birectors were resolutely opposed to that.
'The agreement was finally signed between these two
parties on 19 -august 1849. Under the terms of the
1. D.I. Load, mec. to the E.I. Kly. Co., to Melvill,

5 «June 1846, Rly. Home Corrs.,'K*, /ol. I.

2. Minutes of evidence tanen before me mel. Com. on East

India (Rlys), 1858. rerl.Pap. (H.C.), 1857-58, XI>f
(416), p.24, Q. 550. “~



contract, the Railway company undertook to construct
a short, experimental line at an average expense of
51,000,000 . the B.I. xly. Go. was noJ alone in facing
this delay caused first by the dilatoriness of the Court
and secondly by the financial and commercial crisis
in Britain. Ihe agreement with the Great Indian
Peninsular hailway Company was also deferred until
this time because of very similar circumstances as in
the case of the E.~. kly. Co. this was now signed
under which that Railway Company was to construct a
snort, experimental line from Bombay to Callian

The loss of time during the course of these
early negotiations for railways in India haa been the
subject of adverse criticism"ﬂ. XS we have «just
referred to, the Court of Directors took about two
years to write a reply to the proposal of the n.I.
Rly. Co. it greater promptitude on cheir part might
have resulted in an earlier agreement with the
Railway Company end this might have enabled it to evade

the financial crisis from 1547 onward. Inis financial

1. For details of these negotiations see infra, Chap.II,
pp* 43-57.

2. financial Letter to India (abb. Fin. nr. to), 14
Nov. 1849, ho. 27, hiy. Des.Beng.Ind., Vol.I, p.3*

3. Report from the mel. Com. on East j*

15 July 1858, Purl.Pap. (H.C.), 1357-58, XIV, (.416),
p. Vi.
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crisis further delayed the whole proceeding, and as

we shall see later on, 1t was not before 1851 that

the work of construction was actually started in

India . The injurious effects of this early delay

in the negotiations for railways in India were felt

in 1857%* The outbreak of the Mutiny during that

year showed once more the need for rapid and improved

means of transport in India and the still unfinished

railway projects in different parts of the country

including the 8.I.R. and the Great Indian Peninsular

Hailway, the negotiations for which had begun as

early as 184-4, naturally evoked criticism. The select

Committee appointed in 1858 to explore the causes of

the delay in the railway construction in India, referred

in its report to the loss of "valuable time" in the

"preliminary negotiations for the introduction of

railway enterprise in India;....... n2
A deeper probe into the circumstances of the whole

affair brings out two thing's. The first of these

1s that there was definitely a lack of that promptitude

and seriousness on the part of the Court of directors

which the importance of the subject demanded of them.

1. Infra, Chap. V, p.202.

2. Report from the oel. Com. on East India (xLlys), Ip
July 1858, Pari. Par. (H.C.), 1857-58, XIV, (41 6 ) vi.
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It 1s not wholly accountable why they should take two
years to draft their first reply to the Railway
Company's proposal. the delay of the first one year
was perhaps unavoidable. They spoke of a thorough
on-the-spot investigation in their despatch of 7 ™ay
1845 and this was essential under the circumstances
as we have noted above. It was then believed that
this kind of investigation, which involved a considerable
amount of outdoor work, could be undertaken by the
Europeans in India only during the cold season, i.e.,
from the end of September to early March. Bven if
there was the least possible delay on the part of
the official authorities in London in considering the
proposal submitted by Btephenson in December 1844,
the time was too short, at least half of the winter
season being over in India and the voyage of the
engineer to be sent there from England taking at
least another month, for completing the proposed
investigation and the greater possibility was that it
could not be commenced at all. mo, there was no
other option but to wait until the next winter, 1.¢.,
the winter of 1845-46.

But the time that was wasted after Simms had

gone to India in September 1845 and had started his
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activities there, 1s hardly justifiable. By

November of that year, oimms' views were known in
London and the report of the railway commission,
sent along with the Government of India's despatch
dated 9 Key 1846, must have arrived there by July
1846, if not earlier. In spite of this, 1t was not
until December 1846 that the Court of Directors
submitted to the Board ox Control, for their approval,
the terms and conditions on which the agreements
with the prospective railway companies in India should
be madez. A greater promptitude on the part of the
Court of Directors in deciding these terms and
conditions, might have enabled them to avoid the
delay at least at this stage of the negotiations.
Secondly, delay also resulted from the contro-
versy that went on between the Court of Directors
and the Board of Control over the terms that should
be forwarded to the railway companies. «e would
see in our chapter on finance that during the period
from December 1846 to September 1847, tnis struggle
went on when the Court was anxious to grant more

liberal concessions to the railway companies than the

1. Larpent to helvill, 1?7 Nov. 1845, Rly. Home Corrs.,
141, Vol. 1.

2. Minutes of Bvidence taken before the Sel. Com. on Bast
India (Rlys), 1858, Pari,Pap., (K.C.), 1857-58, XIV,
(415), p.2., Q.15.



26

Board was prepared to accept. This struggle can be
interpreted to some extent as the result of the dualism
which characterised the entire administrative set-up
for India during this period. Authority was

divided, in the first instance, between the home
government and the local government in India and more
injurious than this, at home, again, between the

Court of Directors of the Bast India Company, enjoying
the prerogative of patronage and the right of initiation,
and the Board of Control, representing the Crown*s
Government and possessing great powers of suner-
vision and control over the former under Titt *s x-mt

of 1784. Curzon speaks of the "Homeric contests
between the COurt of Directors end the Government as
represented by the Board of Control" in England

for nearly three-quarters of a century . In the
present context, this was partly the case, if not
wholly. The Board's opposition to granting liberal
terms to the railway companies operating in India was
in tune with the general pessimism that persisted in
England about the prospects of railways in Indiap

But, still, since the Court was prepared to grant them,
though they were also initially not very optimistic

about the possibilities of such projects and since these

1. Lord Curzon, British Government in India (London
1925), Vol. II, p. 67.

2- Infra. Chap. I, pp 32-42.
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were agreed to, after two years’ deliberations on
the subject, during which period a thorough investi-
gation of the question was made in India, the Board's
opposition does not seem to be fully justified.

Apart from delay, the lack of sympathy on the
part of the official authorities in London in
considering these original proposals for railways
in India might be another point of criticism here.

In dealing with the financial handicaps of the B.I.
Kly. Go. during the commercial crisis in England from
1347 onward, the Court of Directors, obviously with
the approval and under the direction of the Board of
Control, acted In a most unsympathetic manner and
thereb3 they proved themselves rather indifferent to
the whole cause of the railways in India. This part
of the story belongs to the history of the financial
aspect of the hailway Company and accordingly, is
stated 1in the relevant chapter.

In sharp contrast with this rather indifferent
attitude of the government authorities in London, we
should note the persistent zeal and sincerity of the E.
I[. Rly. Co. The proposal initially came from them and
the promoters showed great patience and perseverance in

keeping the entire negotiations alive. Throughout the
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period when there was no response from the Court of
directors, they went on insisting, in successive
letters, the need for the railway line they had
proposed. It 1s apparent that the main spirit

behind this organisation was Stephenson whose energy,
enthusiasm and foresight helped the negotiations to
conclude successfully. [f is true that Stephenson’s
work as the agent of the Railway Company did not

always meet the government approval. Thus, the delay
in the works in the section between Benares and A lla-
habad in 1857 led to some reflections on Stephenson’s
conduct which were regarded as matters of "serious
moment" by the Court of directors . In 1854-, Stepiien-
son’s contract for the construction of the greater
part of the line from Burdwan to Delhi was not approved
by the Board of directors, of the Railway Company
itself and the legality of his action was called into
questionz. But, still, his services to the develop-
ment and progress of Indian railways has been admitted
by all concerned with this aspect of the history of
India. Stephenson has been rightly called “the
outstanding pioneer of Indian railways” . R.W.

1. financial (Railway) despatch of the Court of directors

to the Governor General-in-Council (nbb. lin.(R1ly) Des.
to), 8 July, 1857, 1.0.50, Rly.Des.Beng.Ind.,/ol.1I1,p.105%

. Noad. to Helvill, 5 July 1855,Rly.Home Corrs., ‘Al,Vol.IX.
5. Thorner, Op. Pit, p.4-5.



Crawford, the chairman of the E.I. Ely. Co., referred
in 1856 to "the untiring energy, zeal and assiduity
with which he ~"Stephenson} has devoted himself to the
furtherance of this Company’s interests in the prose-
cution of the great object of the best years of his
life. 1 Lord Lalhousie, in one of his minutes in
April 1853, appreciated Stephenson's "knowledge and
practice 1n I’ni('ilidahnnraii'wvay _a-ff;irsfjl.'

Thus, in 184-9, the first contract was signed
between the East India Company and the E.I. Ely. Co.
for the construction of a short,experimental line and
the route that was ultimately selected for it covered

the distance of 121 miles between Howrah to Eaniganj

via uurdwan . The operations of the E.I. Ely. Co.

remained confined to this portion only for a consider-

able period of time. In fact, in tnese early years,

in tune with the cautious policy enunciated in the

29

Court's despatch of 7 May 184-5* and also because of the

scarcity of capital in the English money market,

1. H.h. Crawford to Melvill, 30 oepu. 1856, rarl. Pap.
(H.C.), 1867, L. (173), p.7-

2. Dalhousie's Kinute, 20 April 1853, Pari. Pep. (H.C.),

1853-53, LAX.VI, (787), pi 140.
3. Infra. Chap. I11, p. 131.

E. Supra, pp# ip-14.
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decisions for the extension of the line sanctioned

in 184-9 v/ere being shelvedA. nevertheless, the idea
of such extension was being discussed since 1851

In December 1851, the survey of a new section from some
point on the experimental line'to Hajymahal on the
Ganges was being made" and about the same time, decision
was taken for extending the survey up the valley of
tnat river as far as possibleé. In September 1652,

the Court sanctioned the construction of the Hajmahal
extension'?-. In the following December, they were
contemplating the simultaneous construction of a section
or sections in the Upper Provinces as well as part of
the scheme undertaken in Bengal, ”so that India may
without unnecessary loss of time possess the immense
advantage of a regular and well-devised system of
railway communication”. In April 1855, lalhousie

stressed the need and practicability of such an

1. Infra. Chap. II, pp. 38-51.

2. Bin. (kly) Des. to, 21 Bee. 1852, No. 67, Hly.Jes.
Beng. Ind., Vol. I, p.225.

5. Baker* uhe Constg. Engr. to the Govt, of India,
to Stephenson, 25 -"“ec. 1851, kly. Home COrrs., 1A*,Vol.IV.

4. Ibid.

5% Bin. (kly) Des. to, 21 Dec. 1852, No. 67, kly. Des.
Beng. Ind., Vol. I, p. 223.

6. Ibid.
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extension'. it was in 1854- that decision was
finally taken for the construction of the entire
length between some convenient point on the experi-
mental line and Delhi via Rajmahal and the relevant
contract was signed between the last India Company
and the h.I. kly. Co. on 15 February 18542 .

The next important land-mark in the history of
the development of the railway system under discussion
was the contract signed between the above-mentioned
parties on 21 April 1858 for the construction of a
branch line from either Kirjapur or Allahabad on
the main line to Jubbalpore where it was to meet the
Great Indian Peninsular Railway - the trunk line of
railway in the bombay Presidency . This line might
be described as the first step towards giving shape
to Dalhousie's dream of a general system of railways
in India® and thus helping the growth of a unified
political, economic and social life in India. The

1. Dalhousie's Minute, 20 April, 1855, xerl. Pap. (H.C.),
1852-55, LXXVI, (787), pp. 115-H6.

2. Text of the Contract between the hast India Company
and the h.I. kly. Co., 15 lob. 1854-, Pari, lap.
(H.C.), 1859, XIX, (259), p.l15.

5. Text of the Contract betwken the "“ast India Company
and the E.I. kly. Co., 21 ~ ril 1858, Pari. Pa.p.
(IT.c.), 1859, Xix, (259), p.54-.

4-. Dalhousie's Minute, 20 April 1855, Pari. Pap. (H.C.j,
1852-55, LXXVI, (787), p. 120.
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length of this branch was to be 225 miles .

The Chord line, which was the last major
extension of the E.I.R. within our period, was
sanctioned in 18672- The total length of the line
was 124 miles and it was to extend from Seetarampore
on the colliery branch" to Luckeesarai on the main
line*.

This was how the L.I.R. originated and developed
into the principal railway system of northern India
in the seventies of the nineteenth century. This
railway system, introducing steam locomotion in the
area, had a dominant role in moulding its political,
economic and social life in the years to come. The
story of its development in its manifold aspects,
finance, the selection of the lines, the lend and

I. Report to the Sec. of state for India in Counc. on
ifLys in India for 1861-62, Pari. Pap. (TI.C.), 18§2, nr,

(3009), p.3.

2. Covt. of India to the sec. of State, 14 June 1867
(P.W. dept. Kly. No. 60), Kly. Letts. Encl., Vol.XXVUI.

5. since the extension to the North western Provinces
(abb. N.N. Provinces) was decided, the portion of the
experimental line West of Burdwen came to be known
as the colliery branch. Several extensions of this
branch v/ere made from time to time. Infra, Chap. VI,

4. Report to the sec. of *-»tate for India in Counc. on
Rlys in India for 1865-66, Perl. Pap., (H.C.), 1866,

LTI, (3696), p.4.



labour questions, the actual construction, in

addition to the effects that 1t had on the wvarious
th< CConO mte

aspects ofAlife in India, i1s one of the leading

features of the economic history of India in the

nineteenth century. In the following chapters,

we would attempt to describe these various stages

in the construction of the L.I.R.
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CHAPTER 11
FINANCIAL HISTORY OF THE E.I.R.; PROBLEVS
OF CAPITAL REQUIREMENTS, PROFITABILITY AND
FREIGHT POLICY

The object of this chapter is to study the
financial history of the E.I.R# until the year 1879*
As we have seen, it was in this year that the entire
undertaking was finally purchased by the Government of
India, # after which the period of the investment of
private capital as regards this undertaking was over.
In gézg respective sections, we would discuss t"e broad
questions, namely, how the undertaking was financed in
the first place, and secondly, what was the extent of
its profitability from the commercial point of view.

This latter question, again, was related to some extent

to the rates and fares fixed for the line¥*

SECTION 1
CAPITAL REQUIREMENTS OF THE E.I .R.
All the early projects for railways in India -

of which the E.I.R# was one, were financed almost entirely

Supra,Abstrre,ct. r>.i.
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by British private capital. The Industrial Revolution
created surplus capital in the English money market,

which, supported by massive and world-wide foreign trade

was always seeking some lucrative employment since the

early deciades of the nineteenth century. Construction

of railways, again, was one of the most important achieve-
ments of the Industrial Revolution and the expanding
railways, both at home and other known countries on the
continent were attracting the surplus English capital to

an increasing extent during this period. Numerous comp-
anies cropped up with many projects for railways in all

these countries, and there was an out-pouring of mass
investment in them.'*' The period from 1844 to 1847, was

one of *railway mania" in England - a period of great
excitement and widespread speculation in railway securities.2
The widespread character of the railway speculation in
England during this period was described in the following
language in a contemporary issue of the Economist - '"Railway
property is a new feature in our social economy, which
introduces commercial feelings to the fire-sides of thousands

and of whole classes who before had little or no sympathy

1. L. H. Jenks, Migration of British Capital to 1875, «efl .
(London 1963)> pp. 131-132.

2* Supra, Chap. I, -pp. "-8.



with the material condition of the country.*11 To quote
from Thomas Tooke - "In every street of every town, persons
were to be found who were holders of railway shares.

Elderly men and women of small realised fortunes, trades-
men of every order, pensioners, public functionaries, pro-
fessional men, merchants, country gentlemen - the mania

had affected all; ....*'p In 1844, the actual capitalisation
in English railways was more than £72,000,000. In 1847,

it rose to more than £166,000,000.* A large amount of
British capital was being invested in the continental rail-
ways - specially French and Belgian railways. French
railway securities were in high demand in the London Stock
Exchange. In March 1845*% one company seeking permission

to build the railway line to the northern frontier of France -
which came to be known as the '"Nord" railway - received in
London alone applications for 400,000 shares while they had
only 150,000 to sell.” In Belgium, the railway history
started with the state construction, but no opposition was

ever shown to private enterprise. In the mid-forties,

English capital was playing an important role in the railway

1. Economist (London) 5 April 1845, p.310.

T. Tooke and W Newmarch, A History ofPrices and of the
State of the Circulation, during the Nine Years 1848-
1856, (London IWU", Vol.V, P.2j4.

3* Jenks, Op. Cit., p.129*
4. Jenks, Op. Cit., p.145%



development of that country*'l

As part of these developments, proposals were
also made for railways in different British possessions
overseas - in Canada, Trinidad, Ceylon and India* But
one distinctive feature of all these proposals was that the
promoters in every case asked for a government guarantee
to secure a definite rate of dividend* Different companies
willing to undertake railway construction in Canada were
striving hard during this period for this kind of guarantee
from the British Government*2 In March 1847, the Trinidad
Railway Company asked for a guarantee of an annual dividend
of 5%, payable half-yearly, upon the amount of capital
expended, not exceeding £300,000.*" About a month later,
almost a similar proposal came from the Ceylon Railway
Company, i.e. asking for a guaranteed dividend of S5$ per
annum on the capital for the time being paid up.A Both
the E. I. Ely. Co. and the Great Indian Peninsular Railway
Company - which made proposals for railway construction in

India during this period - had made similar demands for

1. J.H.Clapham, The Economic Development of France and
Germany, 1815-1915 (London 1945)» pp.14i-143»

2. Jenks, Op. Cit. p.199

3* John Rae Reid, Chairman of the Trinidad Railway Company
to B. Hawes, Und. Sec. of State for Y/ar and Colonies,
17 March 1847, Ely* Home Corrs., 'Al, Vol I.

4. John Stewart, Deputy Chairman of the Ceylon Railway
Company, to Earl Grey, Sec. of State for War and Col-
onies, 15 April 1847, ibid.
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guaranteed dividend. Stephenson’s original proposal was
for a 4/£ guaranteed dividend on the capital to be invested
in the building of a line of railway from Calcutta to the
Burdwan coal districts on the Mirzapnr road.l1 In a sub-
sequent communication, the guarantee was reduced to 3**
The reason for such a demand was that the investing public
in England were generally aloof to such distant undertakings
when the projects at home and the neighbouring known count-
ries offered to them much safer channels of investment.
Conditions in those distant countries were unknown to them
and they were not in a position to judge the merits of the
projects forwarded.- Under such circumstances, the guar-
anteed dividend might attract capital which would otherwise
have been employed either at home or on the continent.

As far as India was concerned, this Kkind of in-
difference to railway projects there, was gradually being
replaced, one might say, by a positive distrust in their
possibilities as the negotiations for them were progressing.
The Court of Directors in their first despatch on the sub-
ject of railways in India dated 7 May 1845 wrote that

over and above the difficulties common to railroads in all

1. Stephenson to Melvill, 13 Dec. 1844, Kly. Home Corrs.
’A’, Vol. 1.

2. Stephenson and Larpent to Melvill, 30 Dec, 1844, ibid.

3°  Jenks, Op.Cit., p.!940



39

countries, India presented some peculiar problems which
might prove to be a serious obstacle to the successful
construction and working of the railways there*® The
climate with its monsoon rains and inundations, violent
winds and tropical sun, was one problem new to railway
engineers in Europe; the ravages of insects and vermin
upon timber and earth and brick-works, might be another.
Then there was the danger of the railways parsing through
unenclosed and unprotected tracts of country. The diff-
iculty and expense of securing the services of competent
and trust-worthy engineers was also referred to as a serious
problem.” Exclusive traffic in passengers, the Court
believed, would not be available in India**"

Pessimistic ideas as regards the mechanical
practicability and the commercial profitability of the
railways in India were being circulated throughout England
by contemporary English newspapers and railway magazines.
The Railway Register for the montjp of August 1845 referred
to two other physical difficulties in India in addition to
those mentioned by the Court. One was the occurrence of
frequent earthquakes which, though not so severe as to

crumble cities, were sufficiently powerful to alter levels,

1. Court to Gov. Gen.-in-Counc., 7 May 1845, (Legislative
Dept. No. 11), Pari. Pap. (H.C.), 1845, XXXIV, (327),

pp. 1-2.
2. Ibid, p.l.
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to undermine bridges and to loosen embankmentse Again,
the soil in India was peculiarly liable to shifting. Por
instance, on the subsidence of rains, it was frequently
found that the bed of rivers had changed. This sort of
shifting, even to the extent of a few inches, was dangerous
in the case of railways - which might lead to the dis-
location of its parts*'l The same magazine in its July
issue of the same year wrote, alluding to the '"vast and
important" advantages of the opening of the railway comm-
unication in India - "It would oe vain to deny that these
are considerations which, encouraging and stimulative of
honourable energy as in themselves they are, depend upon
circumstances of such a nature that it would not be reason-
able to expect their fulfilment within very limited period*®
In this, therefore, as a mercantile speculation, consist xhe
difference oetween any projects ior establishing railways
in England and in India. In the case of the former, a
profitable return is confidently looked forward to, the
amount of which is even calculated with nicety from the
moment the line is opened; the -traffic is as it were ready
cut out to hand, and the public wait impatiently to pay
their money to the jectors, not the projectors for the

public to patronise their new mode of conveyance. In India,

1. Railways in India; being four articles reprinted from
the Railway Register for July, August, September and
November, 1845 (London 1845)> pp 18-20.
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on the other hand, the case is very different. With the
exception of a very limited number of persons, almost
exclusively men in official positions, who perform tedious
and expensive journeys on stated occasions, there are no
travellers in India. The vast native population are so
poor and so saving of everything but time, that it would
be long before they could be induced to pay even a very
few anas to be conveyed, instead of walking, a journey of
twenty miles.Even in India itself, opinion was not
unanimous as regards the success of railway projects there*®
In December 1845, Bradshaw's Railway Gazette, published
from London, quoted the following paragraph from the Friend
of India* "If the commercial traffic is insufficient to
furnish a dividend, the assistance of the state will assur-
edly be given, rather than that India shall be allowed to
remain without the inestimable benefits of rails*® The
railway is, if possible, more important on political than
on mere mercantile considerations.............. The money which may
be expended in this enterprise will be abundantly repaid
in the compactness and security of the empire; .... 2 While
most of the commercial firms in Calcutta were very enthus-

iastic about the prospects of railways in India,3 there were

1. Railways in India etc., Op. Cit., p.2
2. Bradshaw's Railway Gazette, (London) 3 Dec. 1845, p*746

3* Supra, Chap. 1, P* 1
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a few amongst them who expressed pessimistic views on this
subject in their letters to Stephenson and these, appended
to Stephenson’s Report published in London in 1844, received
wide circulation in England. Thus, Messrs. Gillanders,
Arbuthnot and Go. referred to the possible competition from
the steam service then plying the river Ganges for the line
of railway along that river.” Messrs. Gisborne and Co.
apprehended a high cost of construction.2 Messrs. Leach,
Kettlewell and Go. dwelt on the low passenger traffic in
India* *

The E. I. Rly. Co. was formed in 1845 amidst
this atmosphere of mistrust and doubts. Stephenson, with
his usual enthusiasm for any railway project in India,
declared in Calcutta in July 1844 that no financial aid was
required of the Government.” But on his arrival in England
towards the end of 1844, he became aware of the real facts
of the situation concerning the availability of capital in

England for his project and had to ask for a government

1. Messrs. Gillanders, Arbuthnot and Co. to Stephenson,
27 August 1844, Stephenson’s Report etc., Op. Cit.,

p. 21.

2. C.J.Richards (Messrs. Gisborne and Co.) to Stephenson,
28 August 1844* 1Ibid p.25%

3. W. W Kettlewell (Messrs. Leach, Kettlewell and Co.)
to Stephenson, 28 August 1844, Ibid., p.23.

4. Stephenson to Halliday, 15 July 1844, 1bid., p.17.
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guarantee. The alternative proposal was that the Govern-
ment would pay a specific sum of money for a fixed and
definite period, which was to be repaid by the Railway
Company later out of their profits.'l The amount thus
asked for was £30,000 annually, which was to be withdrawn
when the Railway Company's net profits exceeded 3/° e It
was admitted in a communication from the Railway Company
that individuals could not be expected to advance money in
such a novel undertaking as Indian railways without some
further assurance of definite profits.”

It was long before any settlement was arrived at
as regards the question of guarantee. The proposal of
the lump sum grant was rejected from the very beginning.
In the first phase of the negotiations, much difference of
opinion ensued as to the rate of the guarantee and the
period of its duration. After prolonged considerations
and deliberations, the Court of Directors proposed a 4§
guarantee for a period of 99 years. Rut these terms
were regarded by the Board of Control as too liberal and

they allowed this 4# guarantee only for a period of fifteen

1. Larpent and “t“phenson to Melvill, 28 Jan. 1845* Rly»
Home Corrs., A, Vol 1.

2. Ibid.

3. Larpent to John Shepherd, Chairman of the East India
Company, 19 March lo45> ifrj-rt. A c
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years.1 But these terms were stated by the Railway
Company to be inadequate to enable them to raise money
from the English capitalists who were in a position

to obtain guaranteed return to the extent of 5% and up-
wards in lines under immediate construction in Great
Britain.2 Guaranteed dividend was not something unprec-
edented in the history of the railway undertakings of the
period. In the height of the railway mania of 1844-47,
the established railway companies of England were declaring
guaranteed dividends.” But, the circumstances were ent-
irely different in these cases. Here, the importance of
railways both as commercial investments and as factors in
the social, economic and political life of the country
was established. The offer of the guarantee came from
the projectors themselves who were confident of the comm-
ercial success of their undertakings. Their object was
to attract capital from other competing projects. Under
these circumstances a 4% guarantee for a period of fifteen

years was too insignificant an inducement for the investors

1. Minutes of Evidence taken before the Sel. Com. on East
India (Rlys), 1858, Pari. Pap., (C.H.), 1857-58, XIV,
(416), pp 2-3, Q. 15*%

2. Larpent and Colvin to Court, 3 Peb. 1847, Rly. Home
Corrs., 'A', Vol. 1.

3. Extract from the Colonial Magazine, quoted in Bradshaw’s
Railway Gazette, 19 Dec. 1846, p.743°
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to overcome their hesitation as regards investment in the
Indian railways and at the same time, to overcome their
temptation for investing money in railways at home or on
the continent.

In July 1847, the Railway Company made a fresh
proposal for the extension of the period of t he guarantee
from fifteen to twenty-five years.1 The Court of Directors
were agreeable to the proposal. Their opinion was that
even if the guarantee was limited to fifteen years, the
rate guaranteed should be raised to 1 The Board of
Control this time agreed to this increase on condition of
the free carriage by the railways when opened, of government
mails, and of troops and stores at the lowest rates charge-
able for passengers and goods.2 The period of guarantee
also was extended to twenty-five years.~ The line to be
constructed comprised, instead of one section from Calcutta
to Burdwan collieries, as earlier proposed, several sections
of a line from Calcutta to Delhi at a total capital cost not
exceeding in the aggregate £3,000,000, paid into the East

India Company’s Treasury in the course of three years.

1. Melvill to Board of Control, 17 June 1847, as referred
to in G.S.Byng, Sec. to the Board of Control, to
Melvill, 23 June 1847, Rly. Home Corrs., ’A', Vol. I

2. Byng to Melvill, 23 June 1847, -ibid."i V1,

T v,~ o

3. Melvill to E.I.Rly. Co., 26 July 1847, as referred to
in Larpent and Colvin to Melvill, 26 July 1847, ibid.
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Before the contract could be signed, however, the Railway
Company was required to pay into that Treasury a preliminary
sum of £100,000."

The considerations which shaped the Government
policy here were the following. The first of these was
the growing critical conditions of the English money market.
The failure of crops in 1846 in England necessitated large
imports of corn from foreign markets and this resulted
in a heavy drainage of gold from the country and British
capital investment in foreign spheres slackened to a con-
siderable extent.2 Under these circumstances, capital
became less available for Indianrailways and the aware-
ness of this situation in the money market led to the
reversal of the attitude of the Government." The grant
of almost similar terms to the other railway companies
mentioned above, constructing railways in colonies, was
another decisive factor. The arrangement made with the
Ceylon Railway Company specially influenced the terms
granted to the E.I.Rly. Co. Pressure also came from the

cotton manufacturers of Great Britain. In 1847, the United

1. Larpent to Melvill, 18 August 1847, Rly. Home Corrs.,
'A', Vol. I.

2. Jenks, Qp.Cit., p*153

3. Melvill to Board of Control, 17 June 1847, as referred
to in Byng to Melvill, 23 June 1847, Rly* Home Corrs.,
*A', Vol. 1.

4 Byng to Melvill, 1 May 1847, ibid.



States was at war with Mexico and the normal supplies of
cotton from that country to England suffered. The growing
need for this article in England led to the increasing
interest of the British industrialists in developing poss-
ible alternative sources in India* Since the greatest
obstacle to the exploitation of these sources was the ab-
sence of adequate means of inland communication, the cotton
interests in England clamoured for all possible encouragement
being given to the railway schemes proposed for that
country.” The Chamber of Commerce and Manufacture at
Manchester wrote in their memorandum to the Court of Direct-
ors that the railway projects for India should receive the
promptest and most favourable considerations of the Court

by the free grant of land and materials or by the guarantee
of minimum dividend. They stated, - " .... the introduction
of the railway system into India has not met with that
encouragement from Government to which, under the peculiar
circumstances of that country, it is entitled, "
The grant of guarantee to other colonial railways formed

one of the strongest pleas forwarded by these organisationsa”

1. Memorial of the Directors of the Chamber of Commerce
and Manufactures in Glasgow (to the Court of Directors),

1 July 1847, Rly* Home Corrs*, ’Al, Vol I*

2. Memorial of the Directors of the Chamber of Commerce
and Manufactures at Manchester, to Court, 17 June 1847,
para 1, ibid.':v , ? s ! [*

3. I'or instance, ibid.
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But, unfortunately, because of the acute finan-
cial crisis in England in 1847-48, the arrangement between
the Court of Directors and the Railway Company as referred
to above, could not be put into operation. This crisis,
following the failure of crops in 1846, was already taking
shape from the close of that year. The adverse effects
of this impoverished state of the money market on the
railway projects were felt perceptibly in 1847e The
shortage of finances led to the collapse of numerous bubble
companies advocating bogus schemes. This was followed
by the out-break of the revolution in France in March 1848
which paralysed all commercial and financial transactions
throughout Europe©

Under ordinary circumstances, the provision of the
5% guaranteed dividend over a period of twenty-five years,
as the concession was commonly understood then, might have
tempted at least a section of English investors to invest
their money in Indian railway undertakings. By November
1846, a rumour gox circulation in England through the press
that a 48 guarantee would be conceded by the Court of
Directors to a Railway Company - which was not named -

p

undertaking railway construction in India. With reference

1. Jenks, Op. Cit., pp.153-155*%
2. Bradshaw*s Railway Gazette, 7 Nov. 1846, p.559*
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to that, the Colonial Magazine wrote - '"We had almost
feared that the delay which proverbially attend negociations
[sic) with a government would have retarded to an injurious
extent the proceedings of the companies who have selected
India as the field of their operations, and that the
capital which might have been eagerly advanced for such
works under the security of a minimum guarantee would

have been entirely absorbed by the demands of English and
continental lines.ciccnnnnee We rejoice that our appre-
hensions have proved groundless, and that to our own poss-
essions - and, we may add, to by far the most valuable

of them - a portion of that wealth which would otherwise
have unquestionably been devoted to similar object for the
benefit of foreign countries, will now be applied to en-
riching our own colonies and that the Government have so
promptly and judiciously decided upon the early course
which would have affected this object."1 But, under

the unusual conditions of a stringent money market in
1847-48, when drastic reductions were made in the home and
continental investments, even the guaranteed dividend
failed to have any considerable effect in inducing people
to advance money for Indian railway projects. The Bail-
way Company failed to raise money even for the payment of

the initial deposit of £100,000, and was thus forced to

1. Quoted in Bradshaw’s Bailway Gazette, 19 Bee. 1846,
p.743.
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ask for several extensions of the time specified for its
payment. The matter dragged on for about a year and in
May 1848 the whole negotiations were on the point of
collapse as the result of the failure of the Railway Comp-
any to pay the initial deposit by 1 May 1848, the day
finally fixed by the Court of Directors.”

The attitude of the G-overnment authorities in
London, i.e. the Court of Directors and the Board of Cont-
rol, during this phase of the negotiations is also subject
to criticism. The rigours of the financial crisis of
1847-48 were felt on all aspects of national life in
England. Under such circumstances, a more liberal attitude
should have been adopted by them.

However, even after this, in July 1848, the
Railway Company proposed an agreement on condition of a
guaranteed dividend of five per cent for the construction
of a very limited portion of the line between Calcutta and
Delhi to be mutually agreed upon between the Government
and the Railway Company at an estimated cost of not more
than £1,000,000.% This proposal was agreed to by the
Court on condition that a deposit of £60,000 should be made

by the Railway Company in the East India Company*s treasury

1. Melvill to Noad, 29 April 1848, as referred to in the
latter's letter to the former, 29 May 1848, Rly. Home
Corrs., *Al, Vol I

2. Noad to Melvill, 28 June 1848, Ibid.
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before contract could be signed.” This amount was dep-
osited forthwith by the Railway Company by August 134-Bo"
But, even after this, new complications arose
for the Hailway Company. The decision to undertake the
construction of only two limited sections of the original
project created a confusion amongst the shareholders as
to the real worth of the entire scheme.” This confusion
became far more widespread when towards the end of 184-8,
the Court of Directors made a sudden declaration that
what they would guarantee was not a 5ff dividend but Jj*
interest on the capital advanced by the Hailway Company.';-
G-uaranteed dividend involves the prior assumption of the
profitability of the capital to the extent that dividend is
guaranteed, even if losses are sustained actually# So
far as the shareholders are concerned, they are assured of a
sure return at the rate guaranteed even if actual profits

fall below that rate and the prospects of the dividend rising

further in case the actual profits rise above the rate

1. Melvill to Noad, 4 July 1848, as referred to in the
latter *s letter to the former, 24 August 1848, Hly. Home
Corrs., *A* Vol I.

2. Noad to Melvill, 24 August 1848, ibid.

3. John B. Walbanke, one of the shareholders, to Court,
7 Nov. 1848; also Lamb, George Bayley, Thomas Sumner,
all shareholders, to Court, 9 Nov. 1848, ibid.

4. Minutes of Evidence taken before the Sel. Com. on East
India (Hlys), 1858, Pari. Pap., (H.C.), 1857-58, XIV,
(416), p.26, 333.
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guaranteed are always before them. But, where a certain
rate of interest only is guaranteed, the return on the
capital invested, so far as the shareholders are concerned,
is fixed (unless, of course, the rate guaranteed is altered
by a fresh agreement), irrespective of the extent of the
profitability of the undertaking. Referring to the neg-
otiations between the Court of Directors and the E.I. Rly.
Co., it is not very difficult to imagine what could be the
reaction of the shareholders to the Court's declaration
as mentioned above. The prospects of higher profits
vanished. But, even that was not possibly so disappointing
to them since the hopes of obtaining higher profits in the
case of the Indian railways in those early days were
obviously not so strong. The swing-over from '"guaranteed
dividend" to '"guaranteed interest" by the Court themselves,
in fact, strengthened the doubts in the minds of the share-
holders as to the feasibility of the entire scheme as
advertised by the Railway Company so far. In view of
this a number of shareholders naturally intended to with-
draw their names from the shareholders 1 list.”

It is apparent that the Court of Directors,
throughout the course of the negotiations, used the terms

dividend and interest very loosely, without being careful

1. Walbanke to Court, 7 Nov. 1848; also Lamb, George
Bayley, Thomas Sumner, to Court, 9 Nov. 1848, Rly.
Corrs., *A* Vol 1.
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about their different technical interpretations. To

the proposal of guaranteed dividend, when it was first
made, there were serious objections from different Govern-
ment authorities for the obvious reason that it subjected
the Government to the risk of loss and gave it no share

in the possible gain. The Court of Directors wrote in
1&45, - "With regard to a guaranteed return on the capital
laid out, which the parties who have applied to us request,
we consider that mode of co-operation liable to many ob-
jections and likely to prove very unsatisfactory.Ll The
Government of India stated in May 1846 - "........ itis not
expedient that the Government should guarantee any amount
of dividend, either while the railway is being constructed,
or after its completion."2 Maddock also held the same
opinion.” By the provision of guaranteed interest, the
position of the Government in relation to that of the
shareholders could be said to have improved to some extent.
The Government could not of course evade the risk in case
of loss. But, in case of profits rising above the rate

guaranteed, the Government was to have all those extra

1. Courtto Gov. Gen.-in-Counc., 7 May 1845, (Legislative
Dept. No. 11), Pari. Pap., (H.C.), 1845, XXXIV, (327),

p.2.

2. Govt, of India to Court, 9 May 1846,(Legis. Dept. No.l),
Pari. Pap., (H.C.), 1847, XLI, (68),p.2

3. Haddock's Minute, 1 May 1846, ibid., p.18.
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profits. 'f'he proposal of guaranteed interest was, thus,
naturally more acceptable to the Government, in case the

Government monetary assistance to the Railway Company

proved indispensable. But, what is really unaccountable
is the almost synonymous use of these terms - interest and
dividend - by the Court of Directors. In his evidence, m isss,

before the Select Committee of the House of Commons on the
progress of railway construction in India, J.Danvers,
Assistant to the Secretary in India House, who had charge
of all matters relating to railways in India, referred to
two letters written by Melvill* In the first of these
dated 5 October 1847, MelvilJ.1 wrote that the Court would
guarantee an interest or dividend for twenty-five years

at the rate of 5°** The other letter written ifli July 1847
to the chairman and the deputy chairman of the E.I.Raly* Co*
stated, '"That the Court of Directors had resolved to augment
the rate of dividend to be guaranteed by the East India
Company to five per cent.”2 It also appears strange that
this confusion on the part of the Court of Directors was

never pointed out to them by the Railway Company in a

1. Minutes of Evidence taken before the Sel.Com* on
East India (Rlys), 1858, Pall.Pap*, (H*C.), 1857-58,
XIV, (416), p.13, Q. 149.

2* Ibid. p.13* Q.149%
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straightforward manner*"

However, the arrangement that was ultimately
made sought to make a compromise between the mutual inter-
ests of the court and the Railway Company* Under the
terms of the contract, the Court guaranteed, for a period
of 99 years,P a 5° interest on the capital deposited into
its treasury by the Railway Company*- The receipts from
the railway, as soon as it was opened, were to be paid
into the Government treasury and to be applied, after
meeting the working and the maintenance cost of the railway
out of these funds, to make up the amount due on account
of the guaranteed interests# In case the profits rose
above the rate guaranteed, half of the excess was to be
added to the dividend of the shareholders and the other

half was to be applied to the re-payment of the sums

1. Noadfs evidence before the Sel. Com. on East India
(Rlys), 1858, is conclusive of'this fact. He said
that from the correspondence that the Railway Company
had with the Court on this question, the former
assumed that they had not made themselves misunderstood
as to the meaning of the term guaranteed dividend#

Cf. Minutes of Evidence taken before the Sel.Com. on
East India (Hlys), Pari.Pap.. (H.C.), 1857-58, XIV,
(416), p.29 Q.377.

24 If, however, the Government would decide to purchase
the undertaking after the expiration of the first 25
or 50 years of this term of 99 years, as provided under
the contract, the payment of this interest will cease;
cf. the text of the contract between the East India
Company and the E.I.Rly.Co#, 17 August 1849, Parl.Pap.,
(H.G.), 1859, XIX, (259), p.11.

3. 1bid. p.S.
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previously paid by the Government on account of the guar-
anteed interests. When all these former advances were
repaid, the entire profits were to go to the shareholders.”
If, however, these receipts did not reach the amount to

be paid for working and maintaining the railway, the
deficiency was chargeable against the guaranteed interests.’
The contract, of course, provided to the Hailway Company
the safeguard against such an eventuality. It stated

that after the railway had been completed and in work for
at least three months, the Hailway Company could, at any
time, give a six months’ notice to the Government of their
intention to relinquish it and in such case, the Government,
after the expiration of those six months, was to pay back
to the Railway Company the capital that they had expended
in the construction of the railway.J This virtually
amounted to the Government guarantee over the capital invest-
ed and the shareholders 1 risk laj® only in the interests
payable during the period prior to the relinquishment of
the railway by the Railway Company to the Government. In

fact, all the agreements made from time to time with

1. Text of the contract between the East India Company
and the E.[.Rly. Co., 17 August 1849, Pari.Pap.,
(H.C.), 1859, XIX, (259), p.8-9*

2. Ibid. p.11-12

3. Ibid., p.10
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different guaranteed railway companies of the period were
based on similar financial arrangements.

We may refer here to the prices of the Indian
railway securities in the London Stock Exchange during
these initial years of negotiations for railways in India.
The price in London of the shares of both the E.I.R. and
the Great Indian Peninsular Kailway Company, the only two
railway companies interested in the railway construction
in India during this period, remained very low throughout
these years. Thus, during the height of the railway
mania in 1847-47 when a £50 share of the London and South
Western Kailway Company and a £29 share of the Paris and
Orleans Hailway Company were fetching prices there as high
as £821 and £532 respectively, the price of the £50 share
of the E.I.Rly. Co. in the same market never rose above
£3.3 In the period following, there was further fall in
the price of the Indian railway securities in London. It
was not before the middle of 1849 that the price of the £5
shares of the Great Indian Peninsular Railway Company began
to rise above par there, though, even during this year,

there was no noticeable increase in the price of the shares

1. Economist, (London), 2 May 1846, p.588.

2% Ibid, 14 March 1846, p.351.

3. The Railway Share lists of the relevant issues of the
Economist.
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of the E.I. Rly. Go. in that market

Changes in this pattern of affairs came to be
noticed since the early fifties of the nineteenth century®
The earlier doubts and mistrusts prevalent in England
as regards the practicability of building railways in
India were gradually being removed and there was noticeable
increase of interest amongst investors there in investing
their money in Indian railway projects. It was not
the guaranteed interest alone which produced this result.
As we have seen, guaranteed interest was not free from all
risks. In case a particular railway failed to earn that
amount which was to be paid for working and maintaining it,
the deficiency was chargeable against the guaranteed inter-
ests. The fcind of feeling that prevailed in England as
to the practicability of railways in India in the forties,
we have referred to already. It is not unreasonable to
assume that under such circumstances, the pecuniary success
of a railway in India even to that extent was doubtful to
many at the beginning and consequently, the guaranteed
interest was not all that attractive to thegu

The most important factor in creating this pop-
ular interest in England in Indian railways was perhaps
the actual commencement of operations in India and the

completion and the opening of the lines in portions. The

1. Railway Share lists in the relevant issues of the
Economist.
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Great Indian Peninsular Railway Company, undertaking the
construction of a line of railway from Bombay to Callian,
34i miles, commenced works in October 1850 and finished
the line in May 1854. In the meantime, another contract
was made in August 1853 with the same company for the
construction of the line to Shawpur.l The first sod on
the experimental line of the E.I.R. was turned in January
1851 and the work of construction once started, went
apace with occasional interruptions of no serious nature
as we shall see later on.2 Railway construction started
in Madras as well in 1853*# The idea gained through
experiences was that there were certain difficulties to
railway construction in India, no doubt, but these were
not insurmountable. As regards the commercial profit ab-
ility of railways in India, ihere was of course no means
of ascertaining it until the lines were in actual operation.
But, popular enthusiasm for railways marked in areas where
the work of construction was going on in India, provided

sufficient ground to be optimistic in this respect as well®

1. Report to the Sec. of State for India in Counc. on
Rlys. in India to the end of 1859, Pari. Pap., (H.C.),
1860, LII, (2669), p.12.

2*  Infra, Chap.Y.,pp" 202-21r".
3. Report to the Sec. of State for India in Counc. on

Rlys in India to the end of 1859* Parl. Pap., (H.C.),
1860, LI1I, (2669), p.15.
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Baker, the Consulting Engineer to the Government of India,
wrote in 1853 that his constant contacts with the local
people in areas where the line of the E.I.R. was being
constructed, convinced him that not only would they use
railways for the conveyance of goods but also that they
themselves would feel no scruple in using them if only
the freights and fares were moderate.™" Assertions of
this kind, no doubt, received circulation in England and
played an important part in moulding the investors® atti-
tude there towards Indian railways.

The importance that Jenks2 has given to the views
of Dalhousie, the Governor General of India from 1848 to
1856, in creating this new trend in English attitude
towards Indian railways, is not unjustified. Dalhousie
supported a wide extension of the railway system in India
and his opinions counted not only because of his position
as the Governor General of India but also because of the
experiences he had in railway matters generally while in

England.? Dalhousie wrote in April 1853 - "The mechanical

1. Report by the Constg. Engr. (Baker) to Govt. (Rly Dept.)
on theresult of his examination of certain lines for
the extension of railways in the Bengal Presidency,
during the cold season of 1852-53, dated 15th March
1853, Pari. Pap., (H.C.), 1852-53, LXXVI, (787), p.11.

2.  Jenks, Op. Cit., pp 211-212.

3. In 1845, Daj-housie became tne President of the Board of
Trade and in that capacity, he gained considerable ex-
periences in railway matters in England. Cf. J.H.
Clapham, An Economic History of Modern Britain, 1850-
1886, vol 1 (Cambridge' 1939;, pp.421-423 ~



practicability of constructing railways in India needs no
further experiment for its establishment. If there are
difficulties in India from which railway works in Europe
and America are free, India is exempt, on her part, from
many great impediments to which these countries are subjecte
If there are still doubts and difficulties here, which the
soil or season of India create, it may now be assumed with
confidence that there are none which the skill and exper-
ience of those who are charged with the undertaking will not
be able to master."” As regards the commercial success

of railways in India he wrote, - '"Again the commercial
success of railways in India, which the experimental lines
were partly intended to test, is, in my humble judgment,

not less certain than the practicability of them as material
constructions."2 And he reached the conclusion that -

M ereeneenns it may be considered as a matter determined, that
the limited sections of experimental line which have here-
tofore been sanctioned by the Honourable Court are no longer
to form the standard for railway works in India, but that
these are to be undertaken upon a scale proportional to

the extent of the British dominions in the East, and to

the immediate benefits that they are calculated to produce.

1. Dalhousie 's Minute. 20 April 1853* Pari. Pap. (H.C.),
1852-53, LXXVI, (787) p.115.

2.  Ibid., p.115*
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I conceive that experimental lines of small extent are
at this day no longer requisiteo”’F

It also so happened that the money market
conditions in England became exceptionally favourable in
the early fifties and along with the increasing coniidence
in the prospects of railways in India, this fact also may
be mentioned as facilitating to some extent the easier
flow of capital for Indian railways during this period.
The monetary opulence in England in these years was the
result of the discovery of gold in California in 1850
and in the Awustralian province of Victoria in 1851. The
total amount of gold existing in Europe and America prior
to these discoveries was estimated at £557,000,000.
During the five years ending in 1852 the amount of gold
produced in California and Australia alone was £56,000,000.#
Gold flowed into England due to the activities of the
numerous British mining companies which cropped up in the
localities. Even before the capital in this particular
sphere became productive, the labour of the people engaged
in different commercial pursuits to meet the growing needs

of the rapidly increasing settlers in the mining areas

2. William Newmarch, The New Supplied of Gold (London 1853),

p.S.
3. Ibid., p.18.
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bore fruit#'*’ A nev/ vigour was put in the business life
of England following these great discoveries of the period#
However, the confidence thus created was not

lost, as it has been pointed out by Jenks,p

even during
the days following the Mutiny in 1857. This is apparent
from the price movement of Indian railway securities in
the London Stock Exchange# The sudden fall in price on
the first receipt of the news of this outbreak was short-
lived and the former position was quickly recovered. As
it is exemplified in the case of the shares of the E#I#
Rly# Co., the average price of £100 stock of this Company
during the year 1857 was £106 though it once fell to £97
The number of the proprietors of this Company increased
to 6,200 by April i860 as against about 3*000 in 1857*%
But, at the same time, it is to be noted that
the guaranteed interest remained an essential pre-condition

of raising money in the English money market for Indian

railway projects. The success of the original projects

1. Jenks, Op. Git., T3Pvl6l-162.
24  Jenks, Op. Cit., p.214

3% Report to the Sec. of Statefor Indiain Counc. on
Rlys in India to the end of 1859, Pari. Pap# (H.C.),
1860, LI1l, (2669), p.15.

4. Noad to Und. Sec. of State for India,5 April i860,
Rly. Home Corrs., 'C', Register I, Vol II.



of railways in India induced the Court of Directors to
write in 1857 with regard to this question of guarantee -
W hope indeed, that the necessity for granting assistance
in this shape has passed away, and that within a limited
period, the financial prospects of well-chosen, and well-
managed railways in India, free from heavy parliamentary
and legal charges, and endowed by Government with the
advantages of a free grant of all the land required for
their construction, and of general support, will so approve
themselves to the public, that it will be found practicable
to raise the requisite capital for such undertakings,
without the additional inducement of a guarantee of inter-
est.” But, actual experiences in this respect proved

to be to the contrary. The Court made the above comment
in connection with the agreement to be made with the OQude
Railway Company*2 But, it was not long before that
Company admitted its inability to raise capital in England
without the guaranteed interest as granted to the earlier
projects.® Long after this period, in the year 1867,

the only Railway Company functioning in India without any

1* Pin. (Rly) Des. to, 28 Jan. 1857, No. 5, Rly. Des.
Beng.Ind., Vol II,p.13*

2. Ibid p.12

3o Pin. (Rly.) Des. to, 4 Feb. 1857, No. 7, Rly. Des. Beng.
Ind., Vol II, pp. 18-19*%
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guaranteed interest of the usual nature was the Indian
Tramway Company and even that, finding itself unable to
extend its limited undertakings with the Government assis-
tance then given to it, was endeavouring to secure the
concession of the usual guarantee of interest.1 In 1868,
in view of the serious objections to the guarantee system,
other ways of government assistance to the railway comp-
anies were suggested. But, none of these was successful.
Under these circumstances, Danvers wrote - M it is now
acknowledged that the security furnished by the Government
guarantee and control is necessary to induce capitalists

in England to provide money for Indian railways.”2 But,
it is apparent that the guaranteed interest was not per-
forming the same function as in the forties. In the
forties, it was the last desperate means to attract capital
for limited schemes of uncertain results in a foreign land -
capital which could find more fruitful employment in pro-
jects with brighter prospects at home and other known
countries on the continent. But, in the fifties, the
prospects of the Indian railways did not seem so uncertain

as they were in the forties and the guaranteed interest was

1. Report to the Sec. of State for India in Counc. on
Rlys in India for 1866-67, Pari. Pap. (H.C.), 1867, L,
(3856), p.11

2. Report to the Sec. of State for India in Counc. on
Rlys in India for 1867-68, Pari. Pap., (H.C.), 1867-
68, LI, (4035), p.S.
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acting as an additional inducement to encourage British
capital being invested in them.

It now remains for us to see how, under the
changing circumstances of the period, capital was being
raised by the E.I.Rly. Co. Excepting the years of
financial stringency in England, the Railway Company
found little difficulty in raising the capital which it
required. And this was the position in spite of the
fact that, judging by the Indian standard, the EJ.I.JR.
ultimately proved to be an expensive undertaking. The
original estimate of the required amount of capital for the
entire undertaking in our period, was £14,000,000.1 But
on 31 December 1879, when the capital account of the
Railway Company was finally closed due to the purchase of
the undertaking by the Government, the total expenditure
had reached the fabulous amount of £31,060,866.p There
were several reasons for this. The Sepoy Mutiny of 1857

is said to have added about £4,000,000 to the cost of the

undertaking” either directly through the destruction of

1. The original estimate of the capital required for the
different portions of the E.I.R. constructed in our
period was the followings- The experimental line -
£1,000,000; the main line - £9,000,000; the Jubbal-
pore branch - £2,000,000; and the chord line -
£2,000,000. This gives us a total of £14,000,000 as
the estimated capital for the entire undertaking.

2. Report to the Sec. of State for India in Counc. on Rlys
in India for 1879-80, Pari.Pap., (H.C.), 1880, LIII,
(0.2737), p.22.

3. Report to the Sec. of State for India in Counc. on
LI¥G.j8385fp!240r 1872"73. Pari. Pap.. (H.C.),1873,
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the valuable railway materials in workshops or in transit,1
and indirectly, in the shape of the prolonged establishment
costs due to the stoppage of work during the troubles and
also in the form of rising prices of labour and materials."
Baker wrote in July 1857 - "The value of railway materials
afloat on the Ganges at the period of the out-break was

not less than half a million sterling. It may be found

that a very large proportion of it has been or will be lost.”
The cost of transport of the permanent way materials from
Calcutta along the Ganges to the respective points on the
line was heavy. ¢ The difficult types of country through
which the line passed is also to be takem into account.
Viaducts and bridges on this line were estimated to cost
£1,725,000 - or at an average £1,500 per mile of line.6A

Some parts of this line were again made double and that

Infra, Chap. V, 245-246.
Ibid-»

3. 3- Baker's Report, 13 July 1857, Rly. Letts. Encl., Vol.
XVI.

3.4-. Ibid.

Infra, Chap. V, pp.,241-242.
S tr. Report to the Sec. of State for India in Counc. on

1ty (C838)“dp?25?7r 1872%73" PaP-» 1873,
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also added to the original estimate®”" Over and above

all these, the lack of experiences in the construction of
a novel undertaking in a foreign country like India can
be said to have led to higher costs not only on this
particular line, but also on other railways constructed

in the same period in India* The average cost of these
original trunk lines of railways in India was stated to be
£20,000 per mile"‘p In the seventies, with a history of
about twenty years* railway development in India, there
are instances of railways being constructed at a much
lesser cost* As for instance, the Wudwan branch of the
Bombay, Baroda and Central India Bailway completed in 1872
cost under £6,000 per mile** Examples of this kind can
be multiplied if we make a detailed study of the history
of the railway construction in India in the seventies on-
ward. However, because of these reasons, the yearly
capital expenditure for this undertaking went on mounting
and almost the entire amount was provided from England*
We append a list of the yearly amount of capital raised in

England for this undertaking until the year 1864-65" - the

1. BeD¥to the S
rnSia for 18

Ibid. p.23

ec.of State for India in Counc. i
72-73, Earl.Pan., (H.C.), 1873; L,(C8?§)*p.25

Ibid.

F - S I )

Appendix >1.
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year in which the main line was opened and the major
works of construction, so far as this undertaking was
concerned, might be saiid to be over.'*'

In the years of the financial stringency in
England, of course, the Hailway Company found some diff-
iculty in raising capital there® Thus in 1854, the
Railway Company was in some financial trouble, though it
was of a limited nature. The year 1854 saw considerable
drainage of gold from England. The principal reason of
it was the beginning of war with Russia in March which
meant the stoppage of supplies of grain from that country
and the consequent need to buy it from other expensive
markets. The failure of harvest in England in the pre-
ceding year made the situation worse.2 The Railway
Company, with the rate of guaranteed interest reduced to
4% under the contract of February 1854,found it difficult
to raise the capital which it required. In April 1854
the Railway Company stated that in view of the present state
of financial and political affairs and also considering
the reduced rate of interest on the capital under the Feb-
ruary contract, they were not in a position to raise money

to make the initial deposit of £641,894 in the following

le Infra* Chap. V, p. 242.

2. J.H.Clapham, An Economic History of Modern Britain,
1850-1886, Vol II, (London 1932), p.365.
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June as required under that contract® By May 1854
indents came from India for large supplies of permanent
way materials which involved a considerable outlay of
capital and the financial position of the Railway Company
became more shaky®2 However, to meet the situation for
the time being, the issue of debentures at 42%§ - capital and
interest both to be guaranteed by the Government - was
decided on and about £1,000,000 was raised in this manner*"
Ultimately, in consideration of the state of the money
market in England, the East India Company decided to in-
crease the rate of the guaranteed interest on the extension
capital on certain conditions®4

Financial strain was felt to a certain extent
more or less by almost all the railway companies operating
in India during the post-Mutiny period. The Mutiny had
little effect in undermining popular faith in Indian rail-

ways as channels of investment, as we have seen® But, in

I® Noad to Melvill, 7 April 1854, Rly* Home Corrs., *A',
Vol VI

2® Noad to Melvill, 17 May 1854, iib.id. ' I
3. Noad to Sir George Clerk, Sec. to Board of Control,
2 Feb. 1859, Rly* Home Corrs., 'Ce, Register I, Vol I.

4. Board of Directors of the E.I.Rly. Co. to their Agent
in India, 19 Dec® 1854, Rly* Home Corrs., 'A', Vol VII.



an indirect way, it created obstacles in the easy flow of
British capital in this sphere. A rapid development of
the railway system in India was decided after the Mutiny
and the demands made on the English money market were
excessive. Expenditure was at a far greater speed than
that at which capital could be raised in England.1 The
heavy loans contracted by the Government of India in England
to meet the extraordinary expenses caused by the Mutiny
interfered with the financial operations of the railway
companies constructing railways in India® > These were
again years of financial stringency in England. No sooner
had England recovered from the financial crisis of 1857
than there was war in Europe in 1859 ana conditions in the
English money market stiffened."* From the end of i860

the fear of Civil War in the United States was looming large
and there was drainage of gold in large volumes from England
to pay for cotton from India, Egypt and Brazil.” More

than one railway company constructing railways in India

1. Report to the Sec. of State for India in Counc. on
Rlys in India for 1860-61, Pari. Pap™» (H.C.), 1861,
XLIII, (2826), p.28.

2. Ibid.

3. Clapham, An Economic History of Modern Britain, Vol II,
Op. Pit., pp. 372-373*%

4* Ibid., p®373»
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during this period failed to raise the capital they needed
and to help them to carry on their works, the Government

of India was advancing loan at a certain rate of interests
In the financial year 1860-61 it became clear that there

was no other way but to curtail the railway expenditure in
India since the Government of India declared itself wupable
to make any advances on account of railways after the month

P The budget of the Government of India for

of May 1861.
the financial year 1860-61 showed a clear deficit of
£6,678,097*~ This was due to the increased expenditure
under several heads, the most important of them being milit-
ary and public works. The increased military charges
were obviously due to the extra precautions taken after

the Mutiny. The increased expenditure in public works

was principally due to the provision made to the extent of
10,00,000 rupees for the construction of different works in
the N. W Provinces and the Punjab for the relief of the
famine-stricken people of those provinces and also to the

,00

provision of another 10,000 rupees for the public works

1. Report to the Sec. of State forIndiain Counc. on Rlys
in India for 1860-61, Pari. Pap., (H.C.), 1861, XLII,
(2826), pp.11-12.

2. Govr. Gen.-in-Council to Charles Wood. Sec. of State for
India, S5 Peb. 1861 (Pin. Dept. No. 16), Pari. Pap.,
(H.C.), 1861, XLIII, (233), pI9<

3* Ibid., p.2.

4  TIbid., p.5*
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department of MadrasAgainst this increased expenditure,
there was decreased income specially under land revenue

due to the out-break of a local famine in the N. W Provin-
ces2 which we have referred to above* However, this
situation was overcome by the postponement of works which
had not yet commenced*” Greater financial trouble was
apprehended for the year 1861-62. The total capital
expenditure for railways in India for that year was estimated
at £8,000,000.~ With little hope of the conditions in

the English money market improving or of the finances of
India being restored to their usual state, suspension of
works even on the main line was suggested in 1861 as the
only way out*5 To overcome this crisis the Secretary of
State himself contemplated the raising of a loan in England

and send the fctecessary bullion to India* Fortunately

1¥  Gov. Gen.-in-Counc. to Wood, 5 Feb. 1861 (Fin. Dept.
No. 16), Pari.Pap., (H*G.), 1861, XLIII, (233), p.5*

2  Ibid. p.4

3* Gov. Gen.-in-Counc. to Wood, 2 Feb. 1861 (P.W.Rly.
Dept. No. 5), ibid. p.29%

4* Report to the Sec. of State for India in Counc. on
Rlys in India for 1860-61, Pari. Pap.» (H.C.), 1861,
XLII, (2826), p. 11.

5. Gov. Gen.-in-Counc. to Wood, 5 Feb. 1861, Pari. Pap.,
(H.C.), 1861, XLIII, (233), p.9.

6. Wood to Gov. Gen.-in-Counc., 2 May 1861, ibid, p.25*



74

the conditions in the English money market improved and
the railway companies themselves were able to raise the
necessary money in England. 1

The E. I. Rly. Co. reported as having financial
trouble as early as in 1859% There was the need of some
additional capital for works on the main line. The Board
of Directors of the Railway Company insisted, in consider-
ation of the state of the money market, on meeting these
needs out of the money already deposited in the Government
treasury for the Jubbalpore line the contract for which
branch line was concluded in 1858.p But since that
proposal did not meet the< approval of the Government, the
issue of debentures was suggested, as the state of the
money market was stated to be not suitable for the addit-
ional shares being placed.” Thus in debenture loan,
£1,000,000 was raised.4 The financial stringency of the

period also forced the itailway Company to renew the deb-

entures issued in 1854 and repayable in July 1859 as they

1. Report to the Sec. of State for India in Counc. on
Rlys in India for 1861-62, Pari. Pap., (H.C.), 1862,
XL, (3009), p.8.

2. Noad to George Clerk, 2 Feb. 1859, Rly* Home Corrs.,
'C*, Register I, Vol I.

3. Noad to George Clerk, 2 Feb. 1859, RIy® Home Corrs.,
', Register I, Vol I

4. Noad to Melvill, 1 March 1859, ibid.
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were not able to issue stock to meet this payment.1 They
also asked for a discretionary power to raise the rate of
interest in these renewals from 428 to 5% increases where
the holders would decline to renew at the former rate.
During the far more critical conditions of 1860-
61, the operations of the Company in India were affected
to a greater extent. In line with the decision of the
Government of India, the work of construction on the Jubb-
alpore line was postponed.1 The work of construction on
the main line was stated to have progressed to such an
extent that suspension would have resulted in serious loss
in the form of damage to and destruction of, valuable
materials left to the vtiims of nature.4 The fact that this
large amount of capital already invested would remain un-
profitable for an indefinite period of time was also another
reason against suspending work on the main line. ’ Besides,
the political circumstances of the period demanded the quick
completion of the main line to Delhi. The Mutiny opened

the eyes of the authorities to the speed, comfort and safety

1. Noad to George Clerk, 25 May 1859, ibid.

2. Ibid.

3. The E.I. Rly. Co. to E. Palmer, their Agent in India,
10 June 1861, ibid.

4. Report to the Sec. of State for India in Counc. on Rlys

in India for 1860-61, Pari. Pap., (H.C.), 1861, XLII,
(2826), p.28.

S. Ibid.



76

of the transport of troops by means of railwaysThe
importance of a through line of railway from Calcutta
towards the Upper Provinces - the scenes of violent up-
heaval during 1857 - must have been all the more realised®
We may here recall the statement of Dalhousie in 1853 who
was referring to the importance of a railway in the event
of a foreign attack - "Touching every important military
station from Calcutta to the Sutlej, connecting every depot,
Allahabad, Agra, Delhi, Perozepore, with the arsenal in
Port William, it would enable the Government of India to
assemble upon either threatemed frontier, or, if it were
necessary, upon both, an amount of men and materials of war
amply sufficient to deal with any such emergency and within
a period which would be measured by days; whereas months
must elapse, with the present means, before the same extent
of military defence can be provided."2 The famine in the
N. W Provinces showed the importance of a railway line oper-
ating throughout the distance from Calcutta to Delhi in

the relief of the famine-stricken people.” The supply of

cotton to England from sources other than the United States

2. Dalhousie's Minute, 20 April 1853, Pari* Pap*, (H.C.)
1852-53, LXXVI, (787), p.118.

3. Report to the Sec. of State for India in Counc. on
Rlys in India for 1860-61, Pari. Pap., (H.C.), 1861,

XLII, (2826), p.28.
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became vital as we have seen and the cotton-fields of the
N.W. Provinces opened up by a line of railway from Upper
India to the port of Calcutta, along with the similar
sources in the Deccan, served by the Great Indian Peninsular
Railway might have added substantially to that supply*"

The decision was to employ all the resources available for
the vigorous prosecution of the works on the Delhi line*
With improving conditions in the English money market, the
Railway Company was able to raise sufficient capital and
the suspension of works on the main line as apprehended in
the previous year,” was avoided*® The financial trouble
of 1862-63 might be described as a sequel to the earlier
difficulty of 1861-62. Advances to the amount of £243,580
were made by the Government of India to help the E.I*Rly.
Co. to carry on its Works.4

The financial crisis in England in the year 1866

affected a little adversely the progress of the railway

1. Report to the Sec. of State for India in Counc* on
Rlys in India for 1860-61, Pari. Pap., (H.C.), 1861,
XLII, (2826), p.28.

2. The E.I. Rly. Co. to Palmer, 10 June 1861, Rly. Home
Corrs., fC', Register I, Vol I.

3* Govr. Gen.-in-Counc. to Wood, 2 Feb. 1861,(P.W. RIv*
Dept. No. 5), Pari. Pap.. (H.C.), 1861, XLIII, (233),
p. 28.

4. Report to the Sec. of State for India in Counc. on
Rlys in India for 1863-64, Pari. Pap., (H.C.), 1864,
XLIII, (3354), Table on p.8.
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construction in India. Throughout the period of the Civil
War in America (1861-65), business in England suffered.
It meant the reduction of supplies to that country which,
under normal circumstances, formed a substantial percentage
of the total British exports. The buying of cotton from
other war-time markets as already referred to, resulted in
the heavy drainage of gold from England. Money became
dear in England and the Bank rate rose. From the end of
the year 1864, a downward trend in the prices and the con-
sequent slackening of business was noticeable. The Bank
rate started to decline during the first nine months of
this year, there was a sudden rise in the British exports
to America following the conclusion of the war there. This
sudden expansion of business, being not proportionate to the
capacity of the money market, caused a stringency which was
followed by panic.1 The Bank rate rose to 10 p.c.? Under
these circumstances, more than one Railway Company operating
in India found difficulties in raising their capital.”

By this year i.e. 1866-67, the constructive oper-

ations on the E.I.R. were drawing to a close. As we shall

1. Clapham, An Economic History of Modern Britain, 1850-1886,
Vol II, Op. Cit., p.375.

2. Ibid.

3* Report to the Sec. of State for India in Counc. on Rlys
in India for 1866-67, Pari. Pap., (H.C.), 1867, L,
(3856), p.l.



see later on, the entire line from Howrah to Delhi was
opened since the year 1865t and the Jubbalpore branch
also started to operate since 18670)&n The only major work
which was still to be finished was the chord line, the
estimated cost for which was £2,000,000. The need for
capital for the E.I.R. was naturally decreasing, as a result
of which this Railway Company did not have to face any
major financial crisis during this year. But, still the
financial stringency of the period induced the Railway
Company to make a searching enquiry into the position of
its works in India, the object of which was to put some
check on the future demands for capital for this undertaking®
A. M. Rendel, the Consulting Engineer to the Railway Comp-
any in England was deputed to India with that purpose and
the result of his mission also was quite satisfactory.dl3
Thus, we see that the periods of financial string-
ency in England exercised a depressive effect on the fin-
ancial operation ana position of the E.I.R. In the critical
year of 1860-61, the operations of some other guaranteed
companies also suffered. The dearth of capital led to the

postponement of the construction of the Delhi-Lahore line,

240 miles, which was in the Punjab Company*s scheme, and

Infra, Chap. V, p.243.

2. Report to the Sec. of State for India in Counc. on
Rlys in India for 1867-68, Pari. Pap., (H.C.), 1867-68,
11, (4035), p.26.

3. (bicL .
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also of the Sholapore-Bellary line, 183 miles, which was
partly in the scheme of the Ireat Indian Peninsular Bailway
Company and partly in that of the Madras Railway Company.”
The question may arise here - what was the cont-
ribution of the natives of India towards financing one of
its earliest trunk railways. The striking point here is
that the amount of contributions from India was negligible
and even of that contributed there a very small fraction
came from Indians. On 31 December i860 when roughly
15 years had elapsed since the E.I.Rly. Co. was formed,
the total number of proprietors of this Company was 6,394
of v/hich 232 were registered in India and the number of
native proprietors there was only 75*2 Another five years
later, i.e. on 31 December 1865, the total number of prop-
rietors of this Company in England was 10,103 while the
number registered in India was 259 of which, only 113 were
natives.” In 1870, when the constructive operations on

the E.I.R. were drawing to a close, these numbers were

1. Report to the Sec. of State for India in Counc. on Rlys
in India for 1860-61, Pari.Pap., (H.C.), 1861, 1111,
(2820, p.é6.

2. 1Ibid. p.l16.

3. Report to the Sec. of State for India in Counc. on Rlys
in India for 1865-66, Pari.Pap., (H.C.), 1866, 111,
(3696), p.o6.
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14,330, 360 and 126, respectively®4 The amount raised

in England up to 31 December 1859 for this railway was
£13,372,644 and up to about the same period, the amount
raised in India was £239,213*2 In fact, the total native
capital employed in the railways as a whole in India was
insignificant. Towards the end of 1859, out of a capital
of £52,430,000 estimated to be required for all the rail-
ways which were sanctioned, only £625,971 had been sub-
scribed in India®" In 1860, Danvers reported that out
of every million of railway money which was raised for
railways in India, about £976,500 was subscribed in England®4
In 1870 while the total number of proprietors in England
for Indian railways as a whole was 51*079, the number reg-
istered in India was 808 and of that only 368 were natives
of India." Even beyond our period in 1882, nearly 99§

of the capital raised by the guaranteed companies continued

1® Report to the Sec. of State for India in Counc® for
Rlys in India for 1870-71, Pari. Pap., (H.C.), 1871,
LI, (0.418), p.15.

2® Report to the Sec. of State for India in Counc. on
Rlys in India to the end of 1859, Pari. Pap< (H.C.),
1860, LII, (2669), p.24.

3. Ibid.
4. Ibid.
5. Report to the Sec. of State for India in Counc. on

Rlys in India for 1870-71, Pari. Pap*t (H.C.), 1871,
LI, (C.418), p.15.
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to be registered in England, and most of the remaining
part came from the Europeans resident in India.”

This was the situation in spite of the fact that
from the very beginning the policy of the Court of Direct-
ors had been to encourage the employment of indigenous
capital in the construction of railways in India. In
the contracts between the East India Company and the
railway companies, provision was made for the payment
into the treasuries of the Government of India of such
portion of the capital as would be raised by calls from
shareholders resident in India.2 The number of allotments
in India was limited to 5000 in the beginning. That limit
was withdrawn by the middle of 1859 and the Agent of the
Company in India was given the authority to sanction any
allotment that he could make." About the middle of 1855,
an act was passed which removed the several legal restrict-

ions on the registration of shares in India.4 The short

1. Report to the Sec. of State for India in Counc. on Rlys
in India for 1881-82, Pari. Pap., (H.C.), 1882, XLIX,
(0.3328), p.23.

2. See, for instance, the text of the Contract between the
East India Company and the E.I.Rly. Co., 17 August 1849,
clause 6, Pari. Pap., (H.C.), 1859, XIX, (259), pp 5-6.

3c Copy of the letter No. 208 addressed by the Railway Co-
mpany to their Agent in India (date not given), encl.
to Noad to Melvill, 11 July 1854, Rly. Home Corrs., 'A',
Vol. IX.

4. Pin. (Rly.) Des. to, 13 Sept. 1854, No. 17, Rly. Des.
Beng. Ind, Vol II, pp 47-400



and local lines, the Court desired, should be built ent-
irely out of the local capital. With reference to such
lines, the Court expressedly stated in July 1856 ”.......
native capitalists will eventually be induced to supply
the means of carrying out such valuable improvements in
their respective neighbourhoods,............ ,f, and the Govern-
ment of India was asked to adopt the necessary measures
for encouraging such enterprises.p Referring to the

same question, the Court again wrote in 1858, " it is
of that description of railway which we hope may as the
trunk lines are established be constructed out of funds
contributed by land-holders and others in order to supply
local wants and to develop the capability of districts not
immediately traversed by the main roads.l1® During our
period, the response from the local inhabitants of India
was not notable as we have seen. Proposals for short
branch lines were sometimes made by the wealthy native
people. For example, in the very early period, Dwaraka
Nath Tagore proposed to raise one-third of the capital for

the line to Raniganj collieries.” The inhabitants of

1. Fin. (Rly) Des. to, 16 July 1856, No. 21, Rly. Des.
Beng. Ind., Vol II, p. 255*

2. Ibid.
Fin. (Rly.) Des. to, 1 Sept. 1858, No. 42, Ibid., (no
page mark given).

4. W. Theobald, Hon. Sec. of the Calcutta Committee of the

E.I.Rly. Co. to Stephenson, (no date given), Steph-
enson” Report etc. Op. Cit.« p.37.
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Santipur in July 1856 proposed to pay the cost of a branch

line of railway between Kalna and Magra in Burdwan and

Hooghly districts respectively,

E.I.R.A
construction of a branch
E.I.R* to the collieries
such

But, in most cases,

Poverty, indifference to

from the main line of the

In 1858 there was a similar proposal for the

line from the main line of the

2
of Babu Govind Prasad Pandit.
proposals did not materialise.

business pursuits as a whole,

landed property being regarded as more attractive, and
ignorance might be cited as the reasons for the non-avail-
ability of native capital. The whole thing was a sad
commentary on the instructions of the Court of Directors
in 1849 that the payments of capital in India should be
limited to such sums as should be required for the expen-
diture of the Railway Companies there from time to time, so
that the Government of India would not be placed under

the necessity of remitting any portions of such monies to

England which might interfere with the opportunities of
We

transmitting finance to meet its English expenses.”

append a list of the capital raised in India for the

E.I.R. during the period 1848-49 to 1864-65<>"

1. Fin. (Rly) Des. to, 16 July 1856, No. 21, Rly. Des.
Beng. Ind., Vol II, pp. 254-255*%

2. Fin. (Rly) Des. to, 1 Sept. 1858, No. 42,1bid.
(no page mark given).

3. Fin. Letter to India, 14 Nov. 1849> No. 27, Rly. Des.
Beng. Ind., Vol I, p.3*

4. Appendix.II.
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So far as the question of the capital require-
ments of the E.I.Rly. Co. is concerned, the last point
that we would discuss is how the Indian expenses of this
Railway Company were met. We have seen that the capital
of the E. I. Rly. Co. - like that of all other guaranteed
railway companies operating in India during this period,
was raised for the most part in England. A large part
of this capital was expended in England for the purchase
of railway materials and on account of the home establish-
ment of the railway companies. Apart from this expenditure
in England, the Indian expenditure of all these railway
companies also was not negligible. It comprised various
items including establishment cost, purchase of secondary
materials like brick, lime, stone etc., employment of un-
skilled labour and conveyance of materials inland, and so
on. The Indian expenditure in the case of the E.I.R. in
the sixties when the work of construction was going on in
full swing over the greater part of this line, may be
referred to here. Thus, during the period between 1 May
1860 and 28 February 1861, this amounted to £1,816,354.%
In the corresponding periods in the succeeding financial

years of 1861-62, 1862-63, 1863-64 and 1864-65, this

1. Report to the Sec. of State for India in Counc. on
Rlys in India for 1860-61, Pari. Pap., (H.C.), 1861,
XLIII, (2826), p.10.
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expenditure was £1, 697,643,1 £1,119,514,2 £801,944“

and £504,876." Money raised in India fell far short

of the amount needed there.5 Under these circumstances,
the system that was generally adopted in respect of all
these guaranteed companies was that the deficiency in the
capital required in India was to be met out of the advances
by the Government of India. The monthly returns of these
advances were sent to England by the Government of India.
The equivalent amount in sterling, estimated at the con-
tract rate of exchange was deducted from the capital
deposited in the treasury of the East India Company in

England by the respective railway companies. These were

1. Report to the Sec. of State for India in Counc. on
Rlys in India for 1861-62, Pari. Pap., (H.C.), 1862,
XL (3009), p.9. e

2. Report to the Sec. of State for India in Counc. on
Rlys in India for 1862-63, Pari. Pap., (H.C.), 1863,
XLIIT (3168), p.7.

3. Report to the Sec. of State for India in Counc. on
Rlys in India for 1863-64, Pari.Pap., (H.C.), 1864,
XLIII, (3354) p.8.

4. Report to the Sec. of State for India in Counc. on
Rlys in India for 1864-65, Pari. Pap., (H.C.), 1865,
XL, (35*1), P-14.

5. See, for instance, the statement of capital raised in
India for the E.I.R. during the period 1848-49 -
1864-650 Appendix.II.

6. The contract rate of exchange was Is 10d per Companyfs
rupee. cf. the text of the contract of 17 August
1849, Pari. Pap., (H.C.), 1859, XIX, (259),p.9.
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expended towards meeting the English expenses of the
Government of India, * including the payment of the guaranteed
interests to shareholders resident in England, which, under
the contract, was a burden on the revenues of India as long
as the lines failed to earn an equivalent amount of profits*®
In years of financial stringency in India, rendering it
difficult for the Government of India to meet its home charges,
this system, of course, could not be put into operation,

and in such years, there was no other way but to send large
amount of bullion to India to meet the Indian expenses of
the railway companies there. In our period, such a sit-
uation did arise in the early sixties the financial string-
ency of which years we have already referred to*" Greater
expenses and lesser incomes of these years made it diff-
icult for the Government of India to meet even all its

local expenses. Railway construction along with some

other administrative charges resulted in the heavy import

of bullion into India during these years*4

Thus, in the course of our discussion of the

I* Report to the Sec. of State for India in Counc. on
Rlys in India to the end of 1879, Pari. Pap*, (H.C.),
1860, LII, (2669), p¥*24*

2% Ibid*
3* Supra, PP» 72-7;".
4. Rep. to the Sec. of State for India in Counc. on Rlys

in India to the end of 1859*Pari. Pap., (H.C.), i860,
L1l, (2669), p.24.
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capital requirements of the E.[.R*, we see that this
railway was an expensive undertaking, involving large
capital expenditure. To secure this money, dependence
had to be made on English money market. But, during

the initial years of the history of this undertaking,
widespread doubts and mistrusts in England in the possib-
ilities of Indian railways as a whole, stood* in the way

of steady flow of capital from there. However, along with
the beginning of the construction and working of even
short, experimental portions of different railways in
India, these doubts and mistrusts were gradually being
removed and almost the entire capital needed for the E.I.R.,
as also for all other guaranteed railways in India during

this period, came from English money market.

SECTION 11
THE EXTENT OF THE PROFITABILITY OE THE E.I.R.;
ITS RATES AND PARES.

The question that we would examine now is whether
the lines built by the E.I. Rly. Co. were profitable from
the commercial point of view during our period. The
importance of the question under the circumstances in
which the railway history of India began, is undeniable.
On the success of these earlier projects, depended the

further extension of railways in India. Money for the



railways in India during this period was to come from

the English money market. Guaranteed interest, obviously,
was the only incentive to these English investors. The
Government agreed to the guaranteed interests with the
obvious expectation that the amount due on this account
was to be gradually met out of the profits of the lines
opened.'S If in the case of these earlier projects, pros-
pects were found to be not so encouraging in this respect,
it is doubtful whether the Government would have agreed to
further extensions of the system under the same terms.
Under these circumstances, investment of capital without
guarantee might well have been an impossibility.

The first thing to be made clear is - what should
be the criterion of profitability in this case. An invest-
ment can be said to be successful from the commercial
point of view when its receipts, after covering all its
current expenses, leave a steady margin of profits over a
reasonably long period. But, that only cannot be the
standard here. The special nature of the terms under
which the railways of this period in India were contracted
for, leads to the special criterion for judging their
profitability. In all these cases, as we have noted, the

rate of guaranteed interest was 5$2 and this interest

1. Supra, p. 55.

2. Supra,, p.5S5S.
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was to be payable from the day the capital was deposited.1l
As long as the capital remained unproductive, the Govern-
ment was to make the full payment on this account out of
the revenues of India and after the lines were opened,
it w§s to make up the deficiency as long as the lines
failed to earn that much profits. In judging the profit-
ability of any of these undertakings then, the minimum
standard should be its ability to earn that amount of
profits which covered the payment due on account of 5§
guaranteed interests and thus, to relieve the Government
of the burden of this payment. The line being able to
repay the former advances by the Government on this account
as required under the contract,2 might be taken as the
further proof of its profitability. But, this clause
was later repudiated in the case of the most of the under-
takings in return for certain concessions.

It was from the late sixties that the profits
from the E.I.R. began to reach the guaranteed rate of 5%

and even to exceed it. In the financial year 1866-67,

1. See, for instance, the text of the Contract between
the East India Company and the E.I.Rlv Co., 17 August
1849, Pari. Pap., (B.C.), 1859, XIX, (259), p.8.

2* Supra, pp.55-5&*

¥X>  Report to the Sec. of State for India in Counc. on
Rlys in India for 1869-70, Pari. Pap., (H.C.), 1870,
L1111, (C.163), p.S.
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this Company was first able to declare a dividend exceeding
the guaranteed rate of 58§° The surplus profits amounted
in that year to and half of that amount went to the
Government treasury in repayment of the former advances
The standard thus arrived at was maintained more or less
in the succeeding years. This was also the case with
the Great Indian Peninsular Railway Company which declared
a dividend higher than the guaranteed 5# for the first
time in 1866-67<>p Amongst all the guaranteed companies
of this period, these two were the pioneer ones to reach
this standard.

The fact that the profits of even a single rail-
way company did not exceed the guaranteed rate of 5 p.c.
before 1866-67 may seem disappointing.” Taking the in-
stance of the E.I.R., apparently it does not seem to be
a great achievement that this railway, the construction
of which was begun as early as 1851, took such a long time
to earn that rate. But, if we go deeper into the circum-

stances of the construction and working of the line, it

1. Report to the Sec. of State for India in Counc. on Rlys
in India for 1866-67, Pari. Pap., (H.C.), 1867, B,
(3856), p.18.

2« Ibid. p.18.

3. W.J.Macpherson, ‘Investment in Indian Railways, 1845-
1875'. Economic History Review, 2nd Series, Vol VIII,
(December 1855), Ho. 2 7 P-TBITI1
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becomes clear that the financial results achieved by this
undertaking from the very beginning really showed a very
high degree of commercial profitability.

The first thing to remember here is that in
the first few years, the proportion of the profits was
bound to fall far short of the total amount of the guaran-
teed interests due on the capital invested from time to
time. So far as profits and losses were concerned, the
entire undertaking was regarded as one scheme. L The
situation that emerged was that the amount of capital
deposited and expended went on increasing year after year
as the decisions for further extensions were taken. The
amount of guaranteed interests due on that also went on
accumulating, which was due, as we have referred, from the
day the capital was deposited. But, the work of construct-
ion, though begun all over the line, was not progressing
due to various reasons as we shall see later on2 and the
opening of the different portions of the line was delayed.
The result was that for a long time the productive capital
was in a much lesser ratio with unproductive capital.
This means that the profits earned over a part of the line

which was opened, were distributed over the entire capital

1. Noad to Melvill, 26 July 1853, Pari. Pap.. (H.C.),
1854, XLVIII, (318) p.12.

2. Infra, Chap. V*



invested in that line - both operating and under construct-
ion. Naturally, the percentage of profits attained was
low. Up to October 1858, the only portion of the line
opened was the experimental line - about 121 milesl while
the work of construction had been started over the entire

P 1n the

line excepting the portion in Delhi district.
succeeding years, other parts of the line were opened

but at the same time, the construction of further exten-
sions also were decided ™ the important ones being the
Jubbalpore branch and the Chord line.” It is also not
irrelevant to point out here that the cost of construction
was far higher in the upper sections of the line to Delhi
than that in its lower sections. Thus, the cost per mile

of the experimental line which was first opened to the

traffic was estimated in 1857 at £14,309"" while that in

1. Impressions of Lord Elgin, Gov. Gen.upon the wunder-
taking, as mentioned in Report to the Sec. of State
for India in Counc. on Rlys in India for 1862-63,
Pari. Pap., (H.C.), 1863, XLIII, (3168), p.12.

2* Infra, Chap. V, p.229 and p.233.
3* Infra, Chap. V, p.243.

4. Report of George Turnbull, the Chief Sngr. ofthe E.I.
Rly. Co. in India, and Rendel on the cost of const-
ruction of the experimental line as referred to in
Pin. (Rly) Des. to, 18 March 1857 No. 10, Rly. Des.
Beng. Ind., Vol II, p.36.
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some portions of the upper sections was estimated in 1868
at upwards of £30,000®" Since the latter were opened to
the traffic later, the proportion of productive and un-
productive capital became much greater. The reason for
the higher cost in the upper sections lies in the fact
that the causes which we have referred to as responsible
for the high capital cost of the entire undertaking,2 were
more applicable to the upper sections than to the lower
ones. As we shall see in our chapter on construction,
the railway works in the up-country districts of Allahabad
and Son suffered immense loss in materials and time during
the Sepoy Mutiny in 1857.% The cost of the transport of
materials was becoming higher as the railway line pushed
upwards to Allahabad and the districts to the west of it®4
The number of bridges and viaducts was the largest in the
portion of the line from Burdwan to Mirzapur via Rajmahal
and above Mirzapur, there were two large bridges over the
river Jumna - one at Allahabad and the other at Delhi, the

cost of which was high.” It was not until the year 187%

1. Report to the Sec. of State for India in Counc. on
Rlys in India for 1867-68, Pari. Pap., (H.C.), 1867-
68, LI, (4035), p.15*%

2. Supra, 1 pp. 66-63.

3* Infra, Chap. V, pp.245-246.
4* Ibid. pp.241-242.

5. Infra, Chap. 111, p.151.



that, with the opening of the chord line,’l the entire
capital invested became productive*® So, actually, we
should base our judgment on the profitability of the line
on the financial results achieved since that year. In
the seventies, as we have referred to, the net profits
earned by this line in most of the years exceeded to a
considerable extent the guaranteed rate of interests.
That this standard was attained in 1866-67 - when the
capital investment was still going on - is rather remark-
able in this context.

If we relate the profits vearned over, and the
capital invested in, a particular section of the line
only, we find that the results achieved were, from the
beginning, highly encouraging. As for instance, the
experimental line was functioning since February 1855.p
The receipts from both goods and passengers were continuous-
ly on the increase. In the half year ending June 1857, -
i.e., roughly within two years - this line was yielding
a net revenue of 6%, upon the then highest estimate of its

cost, viz., £1,500,000.'" Noad said in 1858 that taking

1. Report to the Sec* of Staes for India In Counc* on Rlys.
iri,Indira for aS7p~73 , Parl*Pap. ,(E.C) ,1371,L1,(CL413) ,p.3.

Ibid. p. 213*

3. Fin. (Rly) Bes. to, 6 April 1858, No. 13, Rly. Bes.
Beng. Ind., Vol II, p. 267.
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the cost of this line at about £10,000 a mile, the then
profits of it would give a return of 6f~$, i.e. nearly 2§
in excess of the guaranteed rate.* For the half year
ending 31 December 1859, the net receipts from this line,
the length of which had increased by this time by about
ten miles, amounted to £66,425 which would produce a
dividend at the rate of £7.14#10d. per cent per annum
on a capital amounting to £1,716,000,i.e., nearly 8$.0
The extent of profitability achieved on the
experimental line of the E.I.R# from the beginning seems
all the more remarkable when we think of the handicaps
with which this line was working in these early years -
handicaps some of which are common to the first opening
of such an undertaking generally, and some of which were
peculiar to this particular line during tnis period. It
is a commonplace experience with most of the commercial
undertakings - large and small - that they are not remun-
erative since the day they start operating# An initial
period of low returns generally elapse due to lack of
experiences as regards the economical working and the means

of exploiting the existing sources of revenue. This fact

1. Minutes of Evidence taken before the Sel. Con# on
East India (Rlys), 1858, Pari. Pap# (H.C.), 1857-58,
X1V, (416), p.61, ~939.

2. Report to the Sec. of State for India in Counc. on
Rlys in India to the end of 1859, Pari. Pap., (H.C.),

1860, LII, (2669), p.32.



is more applicable to railways because of the gigantic
nature of these undertakings where the prospective revenues
depend upon so many factors including the original cost
incurred, good management, the trade of the country and
the extent and habits of the population, the maintenance
cost, the working expenses, the question of rates and fares
and so on. Lack of experiences was the key-word as reg-
ards the working of the particular line under discussion
as is also suggested by its very name "experimental line".
Here we can recall again the initial doubts and mistrusts
and various misconceptions persisting in England in the
forties. Besides, in these early years, there were cer-
tain disadvantages peculiar to this particular part of

the line. The working expenses were bound to be greater
at least in 1855, the first year of its operation, because
of the heavy cost of fuel. Indigenous coal had not been
as yet started to be used as fuel and the coke imported
from Great Britain was the main fuel used"** and the working
cost remained high. In 1855, the proportion of the
working expenses to gross receipts on this line was 67* 667*
Besides, the traffic forthcoming was only the local traffic

between Calcutta and Burdwan. After running for some

1° Infra, Chap. VI, p. 256

2. Report to the Sec. of State for India in Counc. on
Rlys in India to the end of 1859, Pari. Pap., (H.C.),

1860, LII, (2669), p.3l.
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distance parallel to the Ganges, the line took a left
turn towaras the Burdwan collieries” and there was no
reason why the through traffic between Calcutta and Upper
India along the Ganges - the main trade route of Northern
India - would avail of this limited railway transport

P The

entailing the troubles and expenses of reshipment.
want of sufficient rolling stock also was complained of
in these early days of its working for which goods traffic
available could not be exploited to the fullest extent.”

In fact, from the very beginning, on the basis
of the results achieved on the experimental line, high
hopes were held as regards the profitability of the entire
line of the E.I.R. I'he Court of Directors regarded the
statements of revenue and expenditure of the E.I.R. for the
half year ending 31 December 1855 as satisfactory '"not only
as regards the present results, but likewise as respects
the future prospects of the undertaking."” Danvers comm-

ented in 1858 that none of the experimental lines which

were then open in India, including the one to Raniganj,

1. Infra, Chap. Ill, pp.131-133.

Infra, Chap. V, pp.223-224.
Infra, Chap. VI, pp.261-262.

= W N

Ein. (Rly) Des. to, 18 March 1857, No. 10, Rly. Des.
Beng. Ind., Vol II, p. 31.
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could give an adequate idea of what the ultimate amount

of profit might be expected from the entire undertakings
since none of them actually ran into what might be termed
the producing districts.”

To lend more strength to our contention, we
should take up a section in the Upper Provinces as well
where the capital expenditure was far greater than that
in the experimental line - the lesser capital expenditure
in the latter case obviously contributing to some extent
to the financial results achieved there. The difficulty
here is that the traffic results of any isolated section
in the Upper Provinces for a consecutive period of years
are not available. These sections were opened to the
public almost one after another and the traffic results
are always shown together. In the case of the section
from Arianauad to Cawnpore, 123 miles, however, the traffic
results of the first two financial years of its working
are available and all that we can do is to compare them
with the results achieved in the case of the experimental
line during its first two financial years of working, and
the result of such comparison is not at all discouraging.
Thus, in 1855-56, the first complete financial year in
which the entire experimental line from Howrah to Ranig&nj

worked, the net profits earned on this line amounted to

1. Minutes of Evidence taken before the Sel. Com. on East
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£48,412-1-7°x And in 1859-60, the first complete financial
year in which the entire line from Allahabad to Cawnpore
operated, the net profits over this line were £38,922-8-1.
In the year 1856-57, the net earnings of the experimental
line rose to £69,484-3-7" and in 1860-61, the net profits
over the line from Allahabad to Cawnpore also rose to
£61,441.4

The question of the commercial profitability of
any railway line is closely inter-related with its rates
and fares and so, we may make a special mention here of
the extent to which the rates and fares fixed for the
E.I.R. helped in achieving a high degree of profitability.
Under the contracts with these early guaranteed railway
companies including the E.I.Hly. Co., the Government had
the right of fixing the fares in the first instance, leaving

to them the right of suggesting necessary alterations that

1. Report to the Sec. of State for India in Counc. on
Rlys in India to the end of 1859, Pari. Pap.. (H.C.),
1860, LII, (2669), p.11.

2. Report to the Sec. of State for India in Counc. on
Rlys in India for 1860-61, Pari. Pap.« (H.C.), 1861,
XLIII, (2826), p.18.

3. Report to the Sec. of State for India in Counc. on
Rlys in India to the end of 1859, Pari. Pap.. (H.C.),
1860, LII, (2669), p.11.

4. Report to the Sec. of State for India in Counc. on
Rlys in India for 1861-62, Pari. Pap., (H.C.), 1862,
XL, (3009), p.13.
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might be desirable.1l The Government also reserved to
itself the right of requiring a reduction in the rates
when the profits reached 10$.p The aim of a railway
under ordinary circumstances is to reach the widest classes
in the area” through which it passes, in the sale of its
commodity of transportationA and this means that the rates
and fares fixed for it should be of such a character as
would leave it within the easy reach of the greater body
of the people there. This was all the more important

in respect of all these early railway lines in India since
the question of commercial profitability was, as we have
seen, vital in their case. Emphasising this point, the
Court stated it explicitly in 1857 that, in fixing the
rates and fares in Indian railways, the first and foremost
consideration would be to have such rates as would make

the lines remunerative."

1. See, for instance, the text of the contract between
the East India Company and the E.I.Rlv. Co., dated
17 August 1849, clause 8, Pari. Pap. (H.C.), 1859,
717, (259), pp.5-6.

2® Ibid.

3. To ensure the commercial profitability of a railway,
even before the question of its rates and fares comes
in, great attention is to be paid to the selection of
the area through whichit would pass. This is related
to the problem of the selection of the line and is,
accordingly, dealt with in the relevant chapter.

4. S.C.Ghose, A Monograph on Indian Railway Rates,
(Calcutta 1917*), p«l.

S« Ein.(Rly) Des. to, 29 April 1857, No. 17, Rly* Ees.
Beng. Ind., Vol II, p.68.
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But, in these early years of railway operation
in India, neither the Government nor the Railway companies
were in a position to determine the exact rates and fares
for the railways there which might be productive of the
required standard of profitability. Naturally, the
rates and fares which were fixed for different lines from
time to time in our period, were taken to be purely ex-
perimental.l One thing, however, was taken to be certains
the rates in India should be low enough to induce the
people there to make use of the railways.2 Actually, the
rates on these original railway lines in India were much
lower proportionately when compared to those on the English
railways during the same period. The third class passenger
fare, paid on the Great Northern Railway, which was the
cheapest in England, was 8s 4d in 1864 for a 100 mile
journey. The third class passenger fare for the same
distance on the E.I.R. during that year was stated to be
only 3s 1d.*

1. Report to the Sec. of State for India in Counc. on
Rlys in India for 1872-73, Pari. Pap.t (H.C.), 1873,
L, (C0838), p.30.

2. For instance, Report by the Coustg. Engr. (Baker) to
Govt. (Rly. Dept.), on the result of his examination
of certain lines of railways in the Bengal Presidency,
during the cold season of 1852-53, dated 15 March 1853,
Pari. Pap.(H.C.), 1852-53, LXXVI, (787) p.11.

3. Ghose, Op. Pit., pp. 7-8.
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But, as proved by later experiences, the rates
and fares not only on the E.I.R. but also on all other
railways of the period, remained high during our period,
judging them by Indian standard. This was borne out by
the fact that even if railways were operating in the vic-
inity, a great part of the traffic both in goods and pass-
engers in different parts of India was still resorting to
the existing means of communication®'l Danvers wrote in
1864 - "But it is possible that the rates may have been
faised a little too high, and that more traffic might have
been taken, at a less profit per passenger or per ton of
goods, and yet so as to produce greater aggregate profits."
The first important reductions, of course, were made as late
as 1876-77 and those related to rates for goods. The aver-
age sum received for carrying a ton per mile on the E.I.R.
was 1.013 pence in 1875-76 while in 1876-77, it was reduced
to .895d.3

All these surely prove once more the great re-

munerative capabilities of the E.I.R. %he commercial

1. Minute by Sir Richard Temple, Lieut. Govr. of Bengal,
14 Jan. 1876, p. 56, Bengal Administration Report,
(abb. Beng. Admn. Rep.) 1874-75%

2. Report to the Sec. of State for India in Counc. on
Rlys in India for 1863-64, Pari. Pap., (H.C.), 1864,
XLIII, (3354), p.14®

3. Ghose, Op. Cit., p.21.
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results achieved on this line even when rates were high,
were quite satisfactory and more moderate rates might have
resulted in its being far more remunerative.

Of all these early projects for railways in India,
the E.I.R. was described to be the most prosperous one#"
The E.I.R. along with the Great Indian Peninsular Railway
were the first Indian railways to earn profits amounting
to the guaranteed rate of 58S. But, the mileage receipts
of the former were even greater than those of the latter.
The average net receipts per mile from the E.I.R. during
1857-1861 were £636 while that from the Great Indian Pen-
insular Railway during the same period were £351%* These
figures for these railways during the years 1862-1866 were
£660 and £476, and for the years 1867-1871 were £999 and
£611, respectively.Q

There were several factors in favour of the E.I.R.

The most important of these was that the traffic available

was far greater in its case. This railway line traversed
the most prosperous part of the country - namely, the
valley of the river Ganges. The population was densest

there and it also contained important commercial centres and

1. Report to the Sec. of State for India in Counc. on
Rlys in India for 1874-75, Pari. Pap* (H.C.), 1875,
LIv, (0.1369), P.33.

2. Report to the Sec. of State for India in Counc. on
Rlys in India for 1871-72, Pari. Pap., (H.C.), 1872,
XLIV, (C.643), p.19.
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pilgrimages It was also the longest line of railway.
The working expenses were less due to easy gradients
and also lesser cost of fuel. The cost of fuel on this
line was estimated at 2%26d in 1875 and though the same
Burdwan coal was being used on the Great Indian Peninsular
Railway as well, the cost, because of the transportation
expenses, amounted as estimated in the same year, to 10d
per train mile.' Of all the railways, the E.I.R. was
noted for its good management. Referring to the manage-
ment of the E.I.R., the Government of India states,
the rates for the carriage of certain staples have been
reduced; local agencies have been established in some
places as an experimental measure; tables of vermacular
rates have been prepared for all stations and have been
circulated in the districts. Over-charges and claims
are promptly settled and goods are rapidly delivered.””?
The financial success achieved on the E.I.R.

since the early days of its opening show that in this

1. Infra> Chap. 111
2. Infra, Chap. IIL,p?.15C-1;1.

3. Report to the Sec. of State for India in Counc. on
Rlys in India for 1874-75*Pari. Pap., (H.C.),1875,
LIV, (C.1369), P.32.

4. Report to the Sec. of State for India in Counc. on

Rlys in India for 1873-74, Pari. Pap., (H.C.), 1874,
XLIX, (C.1070), p.27.
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respect this undertaking might be fairly compared with
the British railways operating during this period. In
1857, Baker, the Consulting Engineer to the Government of
India, prepared a table exhibiting the results of Indian
railways for the year 1856 in comparison with those of
Great Britain for the year 1855% It showed that the
number of passengers carried per mile on the E.I.R. which
then stopped at Raniganj, had already been about half of
that of the average on the British lines. The average
proportion of expenditure to receipts on the British lines
was 48% while that on the E.I.R. was 40% 62 per cent.1
That was the position when the experimental line had just
opened while most of the British railways had been working
for a number of years.

Thus, the investments made in the E.I.R. can be
said to have reached a very high degree of profitability
from the very beginning as is apparent from the fact that
the profits rapidly increased with the opening of the line
to traffic. This financial success of the E.I.R., one
of the pioneering railway enterprises in India must be
regarded as a land-mark in the entire railway history of
India. This encouraged the further employment of capital
in this sphere and thus, paved the way for the expansion

of railways in India.

1. Report to the Sec. of State for India in Counc. on

2iMY o “ 0705),I0p. 27°73'74° (H.O.), 1874,
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CHAPTER 111

PROBLELI OB SDLECU ON AND ROUTING OB
THE LINE

The purpose of this chapter is to show how
the problem of the selection of the lines of the E.I.R. -
the lines that we have described in our first chapter,
was dealt with. As is apparent from that chapter, the
general directions of these lines were laid down in the
respective contracts concluded between the Railway Company
and the Government and the particular routing of them was
to be decided, as stipulated in the contracts, by the
latter. There were two aspects to this problem; first,
the motives which the Government had in projecting these
lines and secondly, the actual routing of the lines with
the object of realising these to their maximum limit.

The problem of the selection of the lines of the E.I.R.,
viewed in these dual aspects, form the subject-matter of
.this chapter.

The importance of studying the problems relating
to the selection of the routes of the ori Inal railway
projects in India, of which the E.I.R. was one, lies in
the objects they were expected to fulfil. The most

striking point here is the diversity of these objects, which,
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in fact, made the task of selecting the routes of these
lines an arduous affair. Before we examine the actual
detailed discussions that accompanied the routing of the
'3.1.R., it may be convenient to review briefly these
general considerations that influenced the decision of
the Government in laying down the routes of these original
railway lines in India®

The primary consideration in the routing of
these original railway lines was to make them commercially
profitable. The question of the commercial profitability
in respect of these early projects was of vital importance
as we have already seen.I' The Court of Directors,,
in their despatch dated 7th Hay 1845 to the Government
of India - which was the first despatch on the subject of

P wrote -

railways in that country as we have mentioned,
"The advantage of railroads is available only where pro-
portionately large returns can be obtained to meet the

great expense, first of constructing, and then of working
them.”}" Dalhousie in 1853 put priority to this object-

ive in the selection of the routes of these original

railway projects in India, and stated that they must be

Supra, Chap® 11, pp.38-39®
2® Supra, Chap. I p.13*

® Court to Gov® Gen.-in-Counc., 7 May 1845, (legislative
Dept® No. 11), Pari. Pap. (H.C.), 1845, XXXIV, (327),

Pel-
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remunerative by absorbing tie existing traffic in goods
and passengers." In 1852, J.P.Eennedy, the then con-
sulting engineer to the Government of India, formulated
certain rules for guiding railway construction in India,
which would, in his own language, "seek to unite all
considerations in the grand object of securing a remun-
erative return for the capital employed without which

the progressive expansion of the principle involved cannot
possibly be carried to the extent required by the interests
of Indian people."

In order to make the lines pay, two things were
necessary. In the xirst place, the cost of construction
and working had to be minimised. Secondly, and more
important than this, the lines must absorb the maximum
traffic in goods and passengers and thus, ensure a steady
financial return. The insistence on lessening the
engineering problems in the lines to be selected,J was
apparently related to the fact that only a limited amount
of capital was available for the construction works at

least in the year 1849-50, and more, to the fact that

lo Dalhousie's Minute, 20 April 1853* Pari*, r3i., (H.C.),
1852-53, LXXVI, (787), p.p. 115-116.

2. Kennedy’s Memorandum, 14 Sept. 1852, Pari. Papi (H.C.)
1854, XLVIII, (131) p.10.

3° Dalhousie's Minute, 20 April 1853, Pari. Pap., (H.C.),
1852-53, LXXVI, (787), p.117«

4 Supra, Chap. II, pp.50-51.
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there was a shortage of engineering talents in India.”
But, apart from these extraneous factors, the effect

of these lesser engineering problems in the lines was
to reduce the cost of construction per mile and thus
leave a greater margin of profits. The lessening of
the engineering problem was to lead, in some cases, to
the lesser cost of working as well and the consequent
higher profits. As for instance, an easy gradient
meant higher train loads at a lesser working cost, the
reason being the availability of the greater part of
the tractive power of the engine for carrying the train
load. That a very lar“e coal traffic used to be carrier
about this time oy the Yorkshire and Darlington line in
fngland at a very cneap rate i.e. i a penny per ton per
mile, was mainly due to the fact of this line being
practically level.z} Dalhousie insisted on the greatest
attention being paid to the problem of obtaining such
favourable gradients in respect of the railway lines in
India as would leave the greatest tractive power in the
engine available for moving its load of traffic along

the line and thus, secure t ie utmost profits on its

1. Supra. Jhap. II, p.39%

2. Hi mates of Evidence taken before the Cel. Com. on
Jest India Ul;s), 1858, Perl. I'n'.. (
1857-58, ::iv, (VIS), p.75, "HI§W 160.
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working, "

In order to ensure a steady traffic for the lines
built, the need was felt for takin® them through areas
where tl.ey could absorb the maximum available traffic*

That these original railway lines extended alon” the
established trade-routes o_ the country, is explained very
largely by the consideration of asking then remunerative
by carrying freight traffic* ~f¢ have already referred

to the great doubts entertained as regards the availability
of pcssenger traffic in India®" and naturally, all hopes
were banked on the availability of traffic in _oods, which,
it was believed, was joable of further ex .. i< u In

the context of the availability of remunerative traffic

1. halhousie !s kinute, 20 “pril 1853, Pari* rap**
(H.C.), 1852-53, LXXVI, (787), p.13?

2% Supra, Chap* I1,pp*39—42. '© nave also mentioned in
that chapter that both v.oods and passenger traffic
were on the increase on the 'hi.!, since it'was

opened; pp. 95-96% lo show the incre: sinc passenger
traffic on this line, we nay also refer to its
traffic results. Thus, in the week ending on 16

September 1854, which was the first week of its
operation, the number of the third class passengers
was 4,300%* In the corresponding we dca in the
following few months, this number was 4546, 7119,
6747it 7327, 8993, 10, 578, 10,643 and /% 201 respect-
ively* All these show that the early apprehensions
as regards the availability of passenger traffic

in India were totally unfounded; Of 'raffic results
of the f.I.R. as mentioned in the Qourt*s financial
despatches to the dovt. of India, dated 19 tat* 1855
No. 25, 12 Harch 1856, ho. 10, and 25 June 1356,

No. 20, Rly* Der. Beng. Ind., Vol. II, p.116,

p.180 and p.221.
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for railways in India, the Court of Directors wrote
in 1845 - Mnstead of a dense and wealthy population
Uio in Englandj, the people of India are poor, and in
many parts thinly scattered over extensive tracts of
country. But, on the other hand, India abounds in
valuable products of nature, which are in great measure
deprived of a profitable market by the want of cheap
and expeditious means of transport. It may therefore
be assumed that remuneration for railroads in India must,
for the present, be drawn chiefly from the conveyance of
merchandise and not from passengers. H furtherance of
specifically British commercial interests and the general
economic enrichment of the country through the development
of her commerce, undoubtedly were questions of great
importance and were inter-linked with the fulfilment of
the primary motive of making the lines a profitable venture*
Inter-related with this question of general economic
enrichment, again, there was the expectation of social
advancement.

As regards the part played by iritish commercial
interests in the opening of India by means of railways,
we have already referred to the pressure brought upon the

Court of Directors in the matter of granting financial

1. Court to Gov. Gen.-in-Counc., 7 flay 1845, (Legislative
Dept. No. 11) Pari. Pap., (H.C.), 1845, ZXkIV, (327),

p.l
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guarantee to Uae railway companies willing to undertake the
work of construction in India. * Along with the changing
pattern of her industrial production since the Industrial
devolution and the partial adoption of the principle of
Free Trade, Britain 'was seeking new Markets for her

surplus industrial products and also for sources from which
her vast needs of raw materials could, be met. It is
true that throughout the eighteenth century, British
investment in India formed a minor part of the total British
sales and purchases abroad, far exceeded by that in her
American colonies. But, the introduction of railways

in India was followed by a large increase in the British
exports to that country - from *7;000,000 in 1851 to
£10,000,000 in 1855*" and in the eighties of the nineteenth
century, India came to be the most lucrative market for

British manufactures/'

Supra» Chap. II ,pp .,46-47.

20 This can be corroborated with the help of following
statistics:-
Total Bxports .exports to Africa India
plantations

in America
1712-13 £7,352,655 £1,053,739 £111,805 £94,179
1750-51 £13,967,811 £1,911,700 £214,640 £798,077

1770-71 £17,161,146 £5,742,532£712,533£1,184,824
tefi 1.C.A. Inowles, One Industrial .tuJoar.crcial --&v-
plutions’in Great Britain during the riaeteenth Century
TEon3on'and'Hew'"Yoffe'; 1946)7J. 377
30 Tooke and Newmarch, Op. Git., Vol. VI, p.730

40 Knowles, Op. Cit., p.196.
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At the seme time there was much public dis-
cussion of the economic advancement and the enrichment
of India that was to follow from the building of railways,
and in the public mind, the question of increasing agri-
cultural production and the quickening of trade and comm-
erce in the country as a result of the railways were
invariably related to those of social uplift. Dalhousie
wrote in 1853, - " the establishment of a system of
railways in India, judiciously selected and formed, would
surely and rapidly give rise within this 1'mpire to the
same encouragement of enterprise, the same multiplication
of produce, the same discovery of latent resource, to the
same increase of national wealth, and to some similar
progress in social improvement, that have marked the
introduction of improved and extended communication in
various kingdoms of the estern world.”* Assertions of
this kind from different quarters, in fact, can be mult-
iplied to any extent. Indeed in the eyes of at least
one commentator these welfare elements in the construction
of railways as social overheads were far more important
than the purely business consideration. In 1853, for
example, Major I. T. Pears of Madras Engineers commented
that the British would be in danger of doing great injustice

to the people of India by looking on these railway under-

l. Dalhousiels Minute, 20 April 1853, Pari. Pap., (H.C.).
1852-53, LXXVI, (787) p.115 e
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takings Gs mere commercial speculations and "by meeting
every railway project with the condition that it shall
at once pay its own expenses, together with the money laid
out on its construction."" Pears went on: - Its ji.e.
the railway system which he described as '"the most power-
ful of all known physical agencies"'"} operation upon the
minds of the people is enough of itself to ensure all the
rest, and great as may be the consequence of a large
saving in the carriage of men and goods from point to point,
the spread of science and education will effect still more
in promoting the material as well as the moral well-being
of the people ............ these, the indirect results of the
operation of railways, inestimable as they are, to be by
far the most important. 1"

Along with these economic- and social consider-
ations, there were political considerations as well.
The lines must serve the purposes of the state - both
administrative and military. The British Empire in India
was still expanding and railways could be of immense help
in maintaining the hold of the centre over the far corners
of these extensive territories. Even in the mid-nineteenth
century, the British position in India was exposed to

some serious threats - both external and internal. Exter-

lo Observations upon a Memorandum by Major Kennedy upon
Indian Railways, by T.T.Pears, 1 Feb. 1853, Pari.Pep.,
(H.C.), 1852-53, LXXVI, (787), p.65



nally, both the north-western and the eastern frontiers

had been vulnerable points. On the Western frontier, the
most formidable enemy was Afthanisttfan." The termination
of the first Anglo-Afghan Var in the early forties did not
put an end toihe hostility with that country and her recent
collusion with Russia, 'whose eastern ambitions, again, were
causing grave concern amongst the administrative authorities
in India for some time past, made the situation delicate.
There were, in addition, two other independent states in
this region - Kashmir and Nepal P Resides, there was the
newly conquered province of the Punjab and the work of
consolidation in this province was still incomplete. The
recent conquest of Pegu or the Lower Burma made the question
of military defence on the eastern frontier as well an
important one.J Internally, that the situation was ex-
plosive was proved from the violent out-breek of 1857.
Railways, rendering easier the transport of troops from

one place to the other, would be an immense help in meeting
an emergency at any point, inland or on the frontiers and

could also obviate the necessity of maintaining large

1. L&lhousie*s minute, 20 April 1853* Pari. Pap., (H.C.),.
1852-53, LXXVI, (787) p.117

2. 1Mid ..

3. Ibid, p.118
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military establishments in numerous places in the country.
The financial involvment of the Government in the matter
of railway construction in India through the instrument-
ality of the guaranteed interests, was a sufficient just-
ification as to why it would want the railway lines to
serve its purposes to some extent. In Ilajor Kennedyfs
opinion, the Government would have been justified in giving
financial guarantees to the railway companies on the ground
alone of the increased efficiency of the Army and the
reduced cost of military establishments and troops trans-
portation through the railways* He went so far as to
say that one-third of the nominal strength of the Indian
Army could be dispensed with and went on to snow that with
his railway net-work 50,000 to 60,000 men supported fully
by artillery and stores could be assembled in any one place
in India within twenty to sixty hours. He also estimated
the saving in military costs in Bengal alone at some
£1,250,000 out of an annual budget of just under £5,000,000
(1848-1849) .1

About the mid-nineteenth century, Indian life in
all these aspects, economic, social and political, remained
circumscribed due to the primitive state of communications
in the country. A complete lack of any constructive policy

as regards the development of communications in the country

1. Kennedy's Memorandum, 14 September 1872 Tarl.Pao
(H.C.), 1854, XLVIII, (131), pp. 5_6 S



characterised the greater part of the rule of the East
India Company!s Government in India. The reasons of

this are best stated by Danvers in the following lines -
"There were obvious reasons why we v/ere backward in pro-
secuting public works in India. Jars, internal commotions,
our political relations with native states, the settlement
of newly-acquired territory, occupied and engrossed the
attention of the Government and its officers.”" ' The
result of this inactivity was that communications in

India remained as primitive as they had been through a es -
namely, through country boats along rivers, most of them

of poor navigability and through bullock carts along muddy

country roads. Even in 1830, there was no road worth
the name in India. The state of communications in
cLSe

England on the eve of the railway*there, may be referred
to here to show how far India lagged behind in this
respect. Railways were a prime nee* ssity in England,
too, and yet she had a history of consistent development
of communications since the middle of the eighteenth
century, and by the time that the railways were being
built, she had, apart from the newly-introduced steam-

ships plying her rivers, a network of turn-pike roads

1. J. Danvers, 'Indian kailwaysl, Journal of the Society
of Arts, 23 Feb. 1377, p.264-

2. J. Strachey, India. Its administration and Progress,
(London 1911), p.231
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with their attendant stage-coaches end, waggons and about
2,600 miles of canals constructed at ah outlay of £50,000,
Gll)i xven in the mid-nineteenth century India, the

usual manner of carrying goods for commercial purposes

was to load them in slow country boats of very limited
tonnage, along rivers which //ere sometimes open only during
a very short period oi the year. Again, the only way

by which information for administrative purposes could

be despatched amongst different parts of the Empire was

to send them by the dak or mail runners - a kind of
couriers who used to carry despatches on their back from
one place to the other.2 There can be little doubt

about the efficacy of this system. '"Depending as it did
on tha Physical caps ity of individual runners to t

vast distance amidst all sorts of weather, 1bs operation
was very slow in the first instance, and though the loyalty
of these runners to their service remains something
proverbial in India even to this day, the dangers attending
their journey through wilderness - from climate or wild
beasts - rendered the whole system far less dependable.

Some extraordinary circumstances might necessitate the

journey from one part of the Empire to the other by the

I. Ea:rter, ’hailway Extension and Its Results ’, Op.fit.
p. 30.

.. «FEi r u, (he Post Qffi t Indj
(New York 19217", p.lcT"
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senior ofiicials and the usual means of conveyance for
such people was the palanquin or a wooden box carried

by men* Lord Lawrence is stated to have performed an
extra-ordinary feat in his younger days, when, travelling
day and night in such a palanquin, he covered the distance
between Calcutta and Delhi in a fortnight - a journey
accomplished in the railway era in thirty hours.'l Active
duty on the front or even peace-time manoeuvres often
involved on the part of the army prolonged marching amidst
all sorts of weather and this meant, apart from the delay
which was obviously very dangerous in an emergency, de-
creased efficiency of the troops due to fatigue and
disease and also high mortality amongst they*p As for
the civilian population, richer sections of them could
afford to travel in palanquins or carts and for the
poorer classes, there was no other way but to travel even
long distances on foot.

We may refer here to the specific economic,
social and political problems of Northern India, arisir\g
out of the poor state of communications there, to which
the E.I.R# was projected to be a remedy. The principal

economic problem of the area, from this point of view,

I# John and Richard Strachey, finances and Public Works
of India, (London 1882), p.2

2. Dalhousie *s Minute, 20 April 1853* Pari. Pap., (H.C.)
1852-53, LXXVI, (787) p.ll18



was the undeveloped state of its commerce, both external

and internal. The principal channel of this commerce

was the river Granges. C. E. Trevelyan commented in

1835 - "The greatest part of the inland trade of Bengal
and Behar, and the whole of the maritime trade of these
and of the Western provinces, is concentrated in the
channel of the Ganges By 1848, the Grand Trunk
Road had been completed up to a great distance from Cal-
cutta towards Delhi excepting of course the bridging work
here and there2 and it must have absorbed part of this
traffic. But, because of the greater cost involved in
the land carriage generally,” the river Ganges must have
continued to be the chief trade route of these areas.
But, the difficulties of the navigation of the Ganges in
those days were many. The newly introduced steam service
along that river, being too limited and expensive, was
not available for ordinary commercial purposes and native
boats, capable of carrying a cargo of 60 tons only and

having the maximum speed-limit of six or seven miles per

1. C.E.Trevelyan, (of the Bengal Civil Service), A Report
upon the Inland Customs and Town Duties of the feengal
Presidency, (Calcutta 18351 pe-20

2. G.W.MacGeorge, Ways and Works in India, (London 1894),
p. 81.

3. In 1848, J. Bourne stated the cost of land carriage to
be 3jd per ton per mile while that of the water carriage

according to the same author, wWQS 1.37d on the average

in the Gangelic Valley. Ref. J.Bourne, Railways in
India (London 1848), p,>5S
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hour,” were much in use. The chief difficulty in carrying
goods along the Ganges route to and from Calcutta lay in
the Nadia rivers, namely, the Bhagirathi, the Jalangi and
the Matabhanga, the three branches of the Ganges which
unite to form the river Hooghby on which Calcutta is sit-
uated® These rivers were open for safe navigation only
during the dry, cool months following the rains, i.e.

from about November to January, which was practically the
main business season of the year*p But, even then, the
time involved in the journey was very long, 24 days from
Calcutta to Allahabad even in steamers,” and instances of
the sudden fall of these rivers, causing immense difficult-
ies to cargo vessels were frequent*4 During the summer
months, i*e* roughly from the end of February to May, these
rivers were too shallow to allow navigation even by the
country boats of any size. Consequently, at this time of
the year these had to adopt a circuitous route along the
main stream of the Ganges and reach Calcutta via the

Sundarbans and the rivers intersecting them. By the latter

I* J. Bourne, Indian River Navigation, (London 1849)> P*3
2* Infra, Chap. V,pp* 231-032.

3. Bourne, Indian River Navigation, Bp. Citt, p*8

4* Infra, Chap. V,pp. 32.
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route, the length of the voyage was increased, according
to one contemporary estimate,” from 737 miles to 1147
miles* During the rains, both the direct route along

the Nadia rivers and the circuitous route via the Sundar-
bans, was over-flooded and dangerous and the journey along
them involved great risks.2 The transport of goods along
the Granges, again, either by the direct route or the
circuitous route, generally resulted in the high price of
these commodities when actually sold in the market.?

It was not so much because of the actual fare paid for the
goods as this fare, as shown by the meagre available stat-
istics, was rather lower than that fixed for the railway

4
goods traffic* It resulted from the uncertainties in

1* Bourne, Indian River Navigation. Op* Git*, p.8

2. Bourne, Railways in India* Op* (Jit*, p.35; also,
Stephensonf3 Report etc., Op* Cit*, p.14%

3* W.W.Kettlewell (Messrs. Leach, Kettlewell & Co.) to
Stephenson, 28 August 1844, Stephenson®*s Report etc.
Op* Pit* pp 22-23

4* Stephenson states in his Report at p.lb that the cost
of the transport of goods by water between Calcutta
and Mirzapore was 47s.6d. per ton*® Taking the dist-
ance between these Iwo places by the river route as
about 573 miles7 that being stated to be the distance
between them by the railway along the Granges in the
Report to the Secretary of State on Railways in India
for 1868-69 at p®30, (Pari*Pap*f H.C., 1862, XL, “r.No.
3009), the cost of water carriage of goods between
them, according to Stephensonfs estimate, is about Id
per ton per mile. But, the rate fixed on the E.I.R.
for the lowest class of goods was, as stated in the

Report to the Sec. of State on railways in Iudia for
1861-62, p.23» lid per ton per mile.
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the journey, such as loading and unloading of goods if
boats got stuck because of the river bed being too shallow,
as was often the case towards the approach of summer, or if
they were overtaken by storms, incidents not very uncommon
when the business season had just started, following the
rains. It also resulted from the need for maintaining
expensive warehouses near the banks of these rivers.'l
Because of the slow operation of the land carriage avail-
able, the despatch of goods from places of production to
these river banks could not be postponed until the latter
were open and actually had to be commenced long before-
hand. Par the storage of goods all round the year, the
warehouses were indispensable. The prolonged voyage
meant deterioration of goods when in transit and it meant
also that the capital involved had to remain idle for an
unnecessarily long period of time.

Obviously, it was hoped that the projected lines
of the E.I.R. would provide a remedy for all these evils,
and would provide as well, the means by which the commercial
potentialities of the area could be effectively developed.
The area had been known through ages for the richness of
its soil and the variety of its resources. In spite of

all the difficulties of the navigation of the Ganges,

1. W. W Kettlewell (Messrs. Leach, Kettlewell and Co.)

to Stephenson, 28 August 1844, Stephenson's Report etc.
Op. bit., p.23
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the goods traffic passing along this river was not neg-
ligible. In 1841, this traffic passing through Rajmahal
at the head of the G-angelic delta, towards Howrah, was
estimated at 592,600 tons per annum, the basis of this
calculation being the volume of goods passing through
during the summer months only, when, because of the low
level of the river which madeit difficult to navigate
boats of any size through it, this was bound to be at

its minimum®" In 1853, Je Hodgson, the locomotive super-
intendent of the E.I.Rly. Co. estimated this traffic to be
1,460,000 tons per annum.p In order to have some idea

of specifically the external traae of the areas to be
served by the projected E.I.R., we may refer here to the
trade statistics of the port of Calcutta through which it
passed, remembering, of course, that these statistics
include also a portion of the external trade of Eastern
Bengal and Assam - the portion which had no access to the
port of Chittagong due to a lack of conveyance. The
value of goods carried through theport of Calcutta during

the five years ending in 1849- 50 was as

1. Report of the Rajmahal Canal Committee, 1841, P«25,
as mentioned in Bourne, Railways in India, p®34

2. Hodgson's Report, 19 March 1853, Rly» Letts. Encl.,
Vol. VIII
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foliowingl:-

Imports
Merchandise Treasure
1845-46 Bse* 5,28,17,596 Rs. 1,00,93,701
1846-47 Bse 5,25,60,218 Hs. 1,21,67,608
1847-48 Bse* 4,4-7,01,060 Rs. ,92,60,607
1848-49 Bs. 4,27,50,161 Rs. 1,43,09,586
1849-50 Bs. 5,31,30,23b Rs. 1,16,40,907
Exports
Merchandise Treasure
1845-46 Rs. 1,00,61,294 Rs. 36,74,479
1846-47 Rs. 9,56,25,602 Rs. 22,59,540
1847-48 Rs. 8,33,22,033 Rs. 30,53,860
1848-49 Rs. 9,41,98,591 Rs. 43,46,5006
1849-50 Rs.10,53,99,069 Rs. 69,228,057

The railway operating in the area, was to do away with
all the uncertainties of the boat journey and thus, mini-
mise the time and cost involved in the transport of goods®
The way, it was hoped, would, thus, be paved for the creation
of a healthy trade where the lower prices might lead to

increased demand and the enlargement of markets, and

1. The figures are taken from the Commercial Annuals
published from Calcutta, compiled for the years 1845-
46 to 1847-48 by E. Wilkinson, Export Supervisor,
Calcutta Custom House and for 1848-49 and 1849-50 by

N. Campbell, Superintendent of Customs. These

figures oeing official values, may not in all
cases reflect the true value of goods.
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these, in their turn, would result in the increased
production both in agriculture and industry. Dalhousie
was very emphatic about the way the resources of the
entire Gangelic Valley - the coal of Bengal, the opium
of Bihar, the trade of the Narmada Valley, ana various
produce of the fertile provinces of Oudh and Rohilkhand” -
could be developed by the projected lines of the B.I.R.p
As stated earlier, inter-related with this
question of economic advancement, there was the question
of social development. Improved economic conditions
stimulate social development. Apart from this, the
improved transport nas a more direct role in the social
uplift of a country. The ease and comfort, in addition
to lesser expenses, attending the journey in a railway
from one place to the other, induce people to make use
of it in the various pursuits of their life, such as,
education, religion, social callings, and other ordinary
business purposes, ana tne activities in all these respects
are stimulated. The efrects of the increased social mo-
bility are wholesome specially in the form of the spread

of education and in the development of new trends in

1. Rohilkhand is a definite historical tract, corres-
ponding to Bareilly Division plus Rampur State and
the Tarai parganas of Naini Tal District. Gf. Imperial
Gazetteer of India. Provincial Series, United Prov-
inces of Agra and Oudh, VoT. T, pp.2Y-29~

2. Dalhousie *s Minute, 20 April 1853, Pari.Pap.(h G)
1852-53, LJOVI, (70Y), p.l18 k10



128

human thoughts and ideas. In ail the preliminary dis-
cussions on the course of the lines to be constructed by
the R.I.Rly. uo., tnere was an insistence on taking them
through the densely populated areas in the uangeiic
valley.N* Apart from the inducement of having a larger
traffic which was a vital necessity in respect of these
early lines of railways in India as we have referred to,p
the consideration of benefitting a greater number of
people must have been there. A special consideration was
given to the large number of Hindu pilgrims, travelling
long distances to the famous pilgrimages of Northern India,
such as, Benares, Gaya and Allahabad."” Again, one of
the main arguments of the protagonists of the extension
of railways in India had been that these rapid and cheap
means of transport could be of immense help in the work
of famine relief.

The particular political problem of Northern
India - both in its administrative and military aspects -

in relation to communications was, at this time, the

Infra,op.i '-149.
2. Supra, p.109-1009.
3. See, for instance, Bourne, Railways in India, pp.21-22

4. See, for instance. Kennedy’s Memorandum, 14 Sept. 1852,
Pari. Pap., (H.C.), 1854, XLVIII, (131) p.3.



absence of a close contact between Calcutta, the capital
and the western-most territories of British India. The
history of the expansion of the British in Northern India
had been a continuous movement Westward from Calcutta,

the seat of the British power in India. By the middle
of the nineteenth century, when the railway construction
was about to start in India, both Sind and the Punjab
along the western frontier, had been included within the
bounds of the British Empire.1 It is not very difficult
to imagine how ineffective the system of mail runners
could be in the despatch of information for administrative
purposes over this vast distance. It is also not very
difficult to imagine how precarious was the position from
the military point of view specially in the context of
the Russo-Afghan threat on the north-western frontier.

It is sufficient here to point out that, if, under the
existing conditions in respect of communications in the
area, the need did ever arise to defend the north-western
frontier from the Port William in Calcutta, the East India
Company's chief arsenal in India,p‘ six months were to

elapse before troops could arrive from that place since

1. The Cambridge History of India, Vol. VI, p.448

2. E. Thornton, A Gazetteer of the Territories Under the
Government of'"the East~India‘Sompany and of the Native
States on the Continent of India, vol. I, p.276
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they had to march all the distance between these two
points

The benefits that might accrue in the administ-
rative and military spheres in Northern India from a
through line of railway from Calcutta to the north-western
frontier - as the lines of the E.I.R. in their ultimate
form were projected to be, were immense. Hardinge, the
Governor General of India from 1844 to 1848, assessed them
as follows - !In a political point of view, the daily
delivery of the mails from Delhi to Calcutta in sixty
hours instead of eight days, - the electric telegraph
communicating important orders in a few milliLtes from one
extremity to the other, - would give the Government great
additional powers, approaching almost ubiquity as compared
with the system of dak runners and dak travelling.........
The vigour, the confidence, and the economy with which the
Government would be carried on would be greatly increased.’l2
The great importance that Dalhousie attached to the milit-
ary importance of a thorough line of railway from Calcutta
to the Sutlej, we have already referred to."

We how proceed to see how the particular routing

1. Kennedy's Memorandum, 14 Sept. 1852, Pari.Pap., (H.C.),
1854, XLV111, (131) p.4.

2. Hardinge's Minute, 28 July 1846, Pari.Pap., (H.C.),
1847, XXI, (68), p.23.

3. Supra, Chap. II, p. 7r.
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of the different portions of the E.I.R. was decided upon
and how utmost efforts were made to realise to their
maximum limit the objectives which we have outlines above*
The first portion of the line to be constructed was, as

we have seen,l a short, experimental line within the
estimated available capital of £1,000,000. As regards
the direction of the line, the contract stated that it

was Ho commence at Calcutta, or at some place within 10
miles of Calcutta, and to take such a direction that it
may form part of a line of railway from Calcutta, either to
liirzapore or to Rajmahal, Y ¢ Rractically from the
earliest days, it had been assumed that the first line to
be constructed in this part of India would link up the
city of Calcutta with the Burdwan coalfields." After much
deliberations and laborious surveys, it was decided that
the experimental line of the E.I.R. was to take this dir-
ection.4 The line was to start at Howrah on the right or

west bank of the river Hooghly, facing Calcutta on the left

1. Supra* Chap* -Lpp* 0-51.

2. The text of the Contractbetween theE.I.Co. and the
E.I*Rly.Co., 17 August 1849, Pari.Pap.,(H.C.)f 1859,
XIX, (259) p.4

3. Supra, Chap. I, p*11.

4* Dalhousie 's Minute, 4 July 1850, asmentioned in Kenn-
edy's Report, 29 Jan. 1851, The Selections from the
Records of the Government of India (aWI Sele Govt, of

India), Ho.l, pp.39-40
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or eastern bank of that river, and the latter city was
linked with the former by the establishment of a regular
steam ferry service*1 Commencing the line at Calcutta
involved the necessity of bridging the Hooghly in order

to take it to Burdwan. But, bridging the Hooghly either
at Calcutta or below or above Calcutta meant immense ex-
penses which could not be undertaken in 1849-50 - years

of financial stringency*p For instance, Palta Chat near
Barrackpore, it was suggested, might be selected as a
place for this intended crossing. But, the river here

was described to be 710 yards wide, with a depth of water
in ordinary floods of no less than 45 feet, the bed of

the river being a soft alluvium of unknown depth. The
construction of a bridge here would involve heavy costs,
roughly estimated at £450,000 while a minimum of three
years was needed before its construction could be completed.1
From Howrah, it was to proceed towards the north, touching
Serampore, the French settlement of Chandernagore, Chinsura
and Hooghly and at Hooghly, the line would turn towards

the north-west and ultimately would extend towards the

1. Turnbull *s Report, encl. to Stephenson to Halliday,
30 May 1850, 29 May 1850, paras 8 & 9f Rly* Letts.
Encl., Vol. 1I.

2. Suprat Chap. I1,?P€0-r'V.

3. Turnbull's Report on the Experimental Line, 29 May 1850,

para 6, encl. to Stephenson to Halliday, 30 May 1850,
Rly. Letts. Encl., Vol.Il
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coal-fields of Raniganj in the Bardwan district via
Pandua.”?

The commercial importance of this line was un-
deniable and the absorption of the existing traffic was
bound to make the line profitable as it eventually turned
out to be the actual case.2 The area lying between
Calcutta and Burdwan was one of the richest parts of the
Gangetic Valley. In a contemporary gazetteer, the dis-
trict of Burdwan was described as 1llone of the most pro-
ductive parts of India, . J  The most important trade
carried on between these two places was that in coal -
the principal produce of Burdwan. About this time, i.e.
the mid-nineteenth century, the principal collieries were
opened at Raniganj in that district4 and coal was also
discovered in the neighbouring areas of Birbhum, Rajmahal,
Cuttack, Singbhum, Palamau, Sohagpore and also in areas

close to the river Ajay." A geological report of 1815

1. Turnbull 's Report on the Experimental line, 29 May 1850
paras 8-10, encl. to Stephenson to Halliday, 30 May
1850, Rly. Letts. Encl., Vol. II.

Supra, Chap. II,pP*S5-9B*
3. Thornton, op.Cit., p.172.

4. Report of the Committee for Investigating the Cosl and
Mineral Besources of India for the year 1838, Vol. I,
pTT97~Section 1.

S¢ Report of the Committee for Investigating the Coal and

Mineral Resources of India for the year 1841, Vol. I,
Introduction p.v.
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describes that at Ranigunj the first bed of coal was to be
reached at a depth of 45 feet 3 inches and it was one foot
three inches in thickness and of inferior quality# Sep-
arated from this first bed of coal by a few more beds of
coal and shale, none being important either in respect of
quality or quantity, there were two valuable beds of coal,
one eight feet and the other nine feet in thickness and
the latter was very good coal# The lowest bed of good
coal was the seventh one from the surface.'l The works
of excavations were not carried on properly for all these
years and even in 1841 the maximum depth attained was 88
feet#p But, since the 1830's, the utility of these mines
as sources of fuel supply for the newly introduced steam
vessels on the rivers of India was being increasingly
felt3 and the supplies to Calcutta were on the increase.
The volume of coal transported from the Burdwan collieries
to Calcutta by the river Damodar alone - the main line of
communication for the coal-trade between Burdwan and

Calcutta - was stated in 1844 to amount to2>po,000 maunds

1e Report of the Committee for Investigating the Coal and
Mineral Resources of India for the year 1838, p.19.
Section 1.

2. Report of the Committee for Investigating the Coal and
Mineral Resources of India for the year 1841V Vol. tl~,

p.l9.

3e Report of the Committee for Investigating the Coal and
Mineral Resources of India for the year 163&> P»17>

Section 1.



in a favourable season.”

The difficulties of transportation, however,
restricted this trade and made it a laborious operation.
The river Damodar, violent in rains and shallow in summer,

was navigable only for a short period during the year.

Loaded in hackeries from the pits, coal was brought to
the river Damodar and so by water it used to be taken
southward to Anita, a main trading station on the Damodar
in those daysp - a few miles from Howrah opposite Cal-
cutta. From Amta to Calcutta, it thus involved, apart
from the crossing of the river Hooghly, land carriage
usually in hackeries on both sides of that river. The
time involved was a great hindrance to the development
of this trade, since the river was not navigable all
round the year, coal dug from time to time had to be
stocked on the banks of the river till the favourable
season. The loss of time thus caused, when added to
that taken in the journey in hackeries and boats led in

many cases to the loss of two s easons though the direct

1. Replies of Dwarakanath Tagore to enquiries made on
the subject, as referred to in Stephenson's letter to
Theobald, 3 August 184-4, Stephenson's Report etc.,
Qp.Cit., p.42

2. Extract of a letter from J. Erskine, 1841, respecting
cost of Burdwan coal, Ibid., p.47
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distance by land between Calcutta and Burdwan was only
75 miles.1 The journey along the Damodar - specially
during the rains when this river was over-flooded - was
precarious and the loss from boat-wrecks used to be enor-
mous - 20% of the whole cargo as stated in 1 8 4 4 All
these causes, in addition to the cost of transport, led
to the high price of this article in Calcutta. While the
price of coal at the pit's mouth was about half an anna,
in Calcutta it used to be sold at four annas.” The same
difficulties attended the transport of coal along the
river Ajay - the other river traversing this coal district,
which met the Bhagirathi.4

Apart from coal, sugar, the important produce
of Burdwan and also of the neighbouring district of Bankura,

was exported to Calcutta in boats along the river Hooghly.

1. * Stepnenson to iheooald, 3 August 1844, Stephenson’s
Report, etc. Op. Pit., p.42

2. Replies of Dwarakanath Tagore to enquiries made on
the subject, as referred to in StephensonJ*s letter to
Theobald, 3 August 1844, Ibid., p.42.

3. Extract of a letter from J. Erskine, the gentleman
possessing coal-mines in the near-by Ajay area and
residing there too (date not given), Ibid., p.47.

4. Reports and Abstracts of Proceedings of a Committee
for the Investigation of the Coal and Mineral Resources
of India Hp to May 1841, p.19*
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The office of the district collector states the quant-
ities exported during the years 1839-40 and 1840-41 to be
121,963 rnaunds and 140,000 maunds, respectively.'?  The
main import into the district of Burdwan and the other
adjoining districts was salt from the Government salt
depots at Salkhia which Stephenson reckoned in one year
as 12,962 tons."

A railway accomplishing the journey between
Burdwan and Calcutta in a few hours, with all its other
attendant advantages, lesser cost, ease, comfort and
security, was bound to absorb this existing traffic and
this was doubly important in making the line remunerative
and accelerating activities towards the development of the
existing trade. The importance of a steady remuneration
was greatest in respect of the line under discussion as
it was the first railway line to be built in this part of
India. Stephenson himself was confident of the profit-
ability of this line and his view was that, "..... as this
portion of the great line would, upon its completion,

yield an independent and considerable income, it would be

1. Extract of a letter from J. Erskine, the European
gentleman possessing coal mine in the adjacent Ajay
area and residing there too, (date not given),
Stephenson's Report etc. Op. Git., p.47.

2. Stephenson’s Report etc., Op. Cit., p.14.



most advisable that to this extent the line, .....
should be first completed.

The commercial importance of the line under
discussion was thus great and its social benefits also
were to be enormous following indirectly through the
increasing mobility amongst the people for various pur-
poses. But, the line by itself, stopping as it did at
Ranigilnj, could not be specially important from the
administrative and military points of view. The ad-
ministrative and military problems of Northern India
were of much wider and complicated nature. Apart from
serving the local administrative and military needs
arising from time to time, the line, with the prospect
of its ultimate expansion to Delhi might be described
as the first step towards providing a solution for those
wider problems.

The particular engineering problem which was
causing concern to the authorities for this part of the
line was due to the fact that it would have to pass through
the low-lying areas between the river Hooghly and the
lower Damodar, lying to the south of Barsul and Kalna,
which during rains used to be annually submerged under
water, and far more dangerous than that, was subject to

the periodical floods of the river Damodar. The greater

1. Stephenson's Report etc., Op.Cit., p.10
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part of the area mentioned was about 16 feet below the
level of the eastern bank of the Damodar and the Western
bank of the Hooghly.” So, when these rivers were filled
up, the area was always under a few feet of water and was
transversible only in boats*%’ A more dangerous situation
arose when there was a sudden rise in the river Damodar®
uihich was a frequent phenomenon during the rains and this
led to breaches in the embankments* along this river and
the entire country became thus flooded and dangerous. No
permanent solution to these problems of drainage and flooding
VvVV(éLrSe found even in the mid-nineteenth century and these

almost annual occurrences causing immense hardship to

the inhabitants of the adjoining areas and in the case of

1. Lt. Col. Forbes, Engr. in charge of the Ganges Canal
Works, to Captain Greene, Military Board, 25 June 1845*%
Beng. Rly. Cons., 3 Sept. 1845* No. 2, Range 163,

Vol. XV.
2. Ibid
3. Embankments or bunds as they were called in the local

language were maintained since a very early period to
prevent the Damodar from being too injurious to the
life and property in the neighbouring areas. In the
earlier period, they were under the management of the
Raja of Burdwan. With the erection of the Military
Board during the E.I. Company's regime, they were put
under the charge of a group of engineers and according
to one estimate more than 308 miles of embankments
were kept in repair. Ref. Observations by W Wray,
Engr. in the Service of the E.I. Rly. Co., 18 Jan.
1849, Rly* Home Cons., 'A', Vol. 1
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the Damodar flood specially, it meant a permanent strain
on the Government treasury which had to spend a large
amount of money every year for the temporary repairs of
the embankments and also for making compensations to

the flood victims. According to the returns from the
Superintending Engineer of the South Eastern Provinces,
10,040 breaches occurred in the Damodar embankments in
his circle alone in one year, namely, the year 1845-46."
In the circle of that officer alone, the repairs of the Dam-
odar embankments cost, in ten years from 1835-36 to 1844-
45, 19,73,558 rupees, besides the remissions paid to
zamindars in the same period, amounting to 19,77,891
rupees.2 The railway line passing through this area
was thus liable to serious damage resulting in immense
repairing expenses and difficulties to the prospective
traffic.

The most straight-forward solution to this
problem was to take the line along the left or eastern
bank of the Hooghly and cross that river at a place where
the effects of these floods would be at a minimum. Prior
to 1849, there were several suggestions as to the route
that the line in such a case was to take. One was that

starting from Calcutta, the line would stretch along the

1. As referred to in Kennedy's Report, 21 Jan. 1851, Sel.
Govt, of India, No. 1, p.37

2. Ibid.



141

eastern bank of the Hooghly past Barrackpore and cross

the Hooghly a little below Chandernagore. Then leaving
Chinsura and Hooghly on the right, it would cross the

Grand Trunk Road near Makhanpore and from thence, it

would extend nearly in a straight line to Burdwan.” The
other route suggested was that it would leave Calcutta

at its northern extremity and take a direct line northwards
to Barrackpore. From Barrackpore, the line would stretch
along the river Hooghly nearly in a straight course to
Coonpalla and further northward to Ranaghat and near the
latter place, it would cross the river Matabhanga. Moving
further northward, and turning gradually towards the north-
west, the line was to cross the Hooghlyat ashort distance
below where it wasfirst formedand tookthat name by the
junction of the Bhagirathi and the Jalangi. After crossing
the Hooghly, it would be carried nearly in a straight course
past Balkishun, about ten miles northward of Burdwan.’2
The third route suggested was a little diversion from the

above with the object of avoiding the crossing of the

Matabhanga."

1. Report of the Railway Commission, 13 March 1846, para 9
Beng. Rly. Cons., 25 March 1846, Range 163, Vol. XV.

2. Ibid., paras 14-17.

3* Ibid., para. 22,
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But, the reason which lay at the root of starting
the line in 1849-50 from Howrah rather than from Calcutta
explains also why none of these routes was then practicable.
Each of these involved the crossing of the Hooghly and
the second route as described above required the crossing
of the Matabhanga as well and the immense cost of bridging
could not be provided out of the limited capital available.
The adoption of the eastern or the left bank of the Hooghly
was ruled out by the financial stringency of the period
as we have just referred to. Extending along the western
or the right bank of the Hooghly, the experimental line
of the E.I.R. remained exposed to both the ordinary drain-
age of the area and the floods of the Damo”dar and specially
the latter problem proved particularly troublesome to the
engineers in charge of the railway works as we shall see
later on.'l

The route for the further extension of the
experimental line towards the N.W. Provinces had been a

subject of great controversy ever since the negotiations

for *bie railway had started. This controversy was

mainly regarding that portion of the line which lay between
the experimental line and the city of Mirzapur on the

Canges. Originally, the idea was to extend the experimental

line from Raniganj in a direct course through the western-

Iofra, Chap. V,pp.205 - :cr.
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most range of hills in Bengal to the plains of Bihar; then
again in a direct coursd by Sherghati and Nourangabad to
the river Son; then along the foot of the near-by hills

to the town of Sasaram; then for about 74 miles in the

end then
north-western direction to the town and fortress of Chunar 7
een
to Mirzapur - a distance of eight/miles in the same dir-

ection* *# But, the route that was ultimately decided upon
was the one along the Ganges from Khana near Burdwan on
the experimental line to Rajmahal on the Ganges, and from
Kajmahal, through Bhagalpur, Monghyr, Patna and Chunar,
to Mirzapur*2 The latter line being circuitous, was,
according to one contemporary estimate, about 70 miles
longer than the direct one*”"

Under the circumstances, the river line was the
most natural selection and it was a wise selection too, as
it was better calculated to serve all the objects in view.

The direct line being short and direct, was most important

1. Report of the Railway Commission, 13 March 1846, paras
27-34, Beng. Rly. Cons., 25 March 1846, No. 6, Range
163, Vol. XV.

2. Fin. (Rly.) Des. to, 17 Aagust 1853, No. 8, Rly. Des.
Beng. Ind., Vol. I, P.319

3. Report by the Constg. Engr. (Baker) to Govt. (Rly.
Dept.), on the result of his examination of certain
lines for the extension of railways in the Bengal
Presidency, dated 15 March 1853, Pari.Pap., (H.C.),
1852-53, LXXVI, (787) p.é6.



from administrative and military points of view* But,
it should be pointed out here that the political and
military advantages were not hampered to any considerable
extent on the Ganges line. As it was stated by Baker,l1
for military objects the most direct route was the best,
no doubt. But, still, the degree of advantage was to be
judged by the time lost in deviation. According to him,
a detour of 70 miles to troops marching twelve miles a
day might not be justifiable; but where that distance
was covered in four hours, that objection would disappear.
Besides, many military stations, such as Buxar, Dinapore,
Chunar and Benares, were directly served by the river
line while they were not accessible to the direct line.
The detour involved in the River line, if not injurious
to the military interests, was not so to administrative
objects either since in the latter case, the sense of
urgency w8§s obviously lesser.

From the view-point of the economic development
of the country and also from that of the financial success
of the undertaking, the direct line was definitely in a
far less advantageous position than the River line. The

comparative importance of these two lines in the contemp-

1. Report by the Const. Engr. (Baker) to Govt. (Rly.Dept.)
on the result of his examination of certain lines for
the extension of railways in the Bengal Presidency,
dated 15 March 1853, Pari.Pap., (H.C.), 1852-3,

LXXVI, (787), p.6
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orary economic development of the country may be judged
with reference to the entire pattern of economic life in
India in those days. The nature of the Indian economy
had been in those days and even later, basically agricult-
ural, supported by mercantile activities. The river
Ganges with the fertile agricultural regions on both
sides had been through years the main factor in the dev-
elopment of that economy in Northern India. W already
have some idea about the amount of traffic that passed
along the Ganges. The railway line extending along the
Ganges was bound to be a stimulant to the economic dev-
elopment of the country as understood in that period*1
Whereas above Ranigdnj, the direct line was to traverse
a region which, apart from coal and other minerals, had
hardly any other important produce. In 1846, Maddock

wrote with reference to this line - "Between Calcutta and

lo The possibility of the line being subject to compet-
ition from the Ganges, as it ran parallel to that
river, was pointed out in some quarters. In pract-
ice, however, it was found that in years of commercial
prosperity when people were in a hurry to transport
their goods, the hazards and uncertainties of the
river journey precluded the chances of such compet-
ition. But, when markets were dull, the slower
but less expensive river route was adnered to to
a greater extent as was the position in 18Y1-72<
Cf. Report to the Sec. of State for India in Counc®
on Hlys. in India for 1871-72, Pari. Pap., (H.C.),
1872, XLIV, (u.643), p.19
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Mirzapore there could be no useiui division in the line
without brancnes xroia tne main line to connect it witn
Patna or Benares, for the main line would pass through
between 400 and 500 miles of country, for the most part
thinly inhabited, and containing not one capital town or
emporium of trade*"1 Kennedy wrote in 1851 - "Between
Raneegunge and Mirzapore, a distance of 320 miles of the
hilly line, neither goods nor passengers converge,
nor can the smallest portion of revenue reasonably be
expected from that district; . 2 Noad who was other-
wise a supporter of the direct line, admitted that the
nature of the country in the direct line was more hilly
and wild and devoid of dense population.' Specially the
table land extending northward, from the head of the
Lamodar to that of the valley of the Barakar river, having
hard gneiss as its foundation, was agriculturally very
deficient. About 25% of the total area was mountain
land while another 258 might be considered either under
cultivation or pasture land and the rest was waste land.

Agriculture was possible only where irrigation was

I* Maddock Is Minute, 1 May 1846, Pari.Pap. (H.C.), 1847,
XL2, (68) p.17

2. Kennedy's Report, 29 Jan. 1851, Sel. Govt, of India,
No. /9 p.42.

3. Minutes of Evidence taken before the Sel.Com. on East
India (Rlys), 1858, Parl.Pap., (H.C.), 1857-58, XIV,
(416), p.41, O 606



practicableThe area was minerally rich and capable

of being industrially developed if facilities of transport,
labour and so on, were available* Importance of that

was being increasingly felt, no doubt, but, still, not

to the extent as to lead to the adoption of this line in
preference to that by the Ganges. Besides, by the adopt-
ion of the Ganges route, the hill area was not neglected
entirely. By the branch to Ranigunj which was capable

of further extensions, the entire area might be made
accessible to the Ganges line as was actually done later
on.2 It might be argued here that the adoption of the
direct line would not necessarily have meant the sacrifice
of the trade along the Ganges. This might be drawn to

it by means of branches to the important commercial
centres as was actually suggested by Simms in 1845.7 The
flaw in this argument was pointed out by Kennedy. He
showed that about 200 miles of hill districts - the western
most hills stretching from the Bengal frontier - were to
be accommodated by one or other part of the main or the

branch lines. This meant moving separate arrangements of

1. Report of the Geological Survey of India for the season
1848-497TTS5--—mmmmmmmm -

2* Infra, Chap. V*r¥*243.

3. Simms* Memorandum, 12 Sept. 1845, Beng. Rly. Cons.,
17 Sept. 18458>Range 163, Vol. XV

4



trains on these different altitudes which involved the
greater use of engine power and the increased working
cost#'*' All these would have rendered it impossible to
carry goods furnished by the productive places on the
Ganges at low freights# Higher freights would probably
have meant less traffic#

These difficulties make it abundantly clear that
the financial success of the direct line was much more
problematical than that of the Ganges line# The commer-
cial traffic expected to emerge on the direct line was
poor while the cost of construction and working, was
higher# Practically, these were the main grounds on
which the direct line was rejected#2 The hill districts
mentioned above werethen shown by the available section
of the area to have a summit of 1,380 feet above Calcutta
and 1,040 feet above Mirzapur, withanaggregate rise
towards Mirzapore of 2,044 feet andan aggregate fall in

the same direction of 1,804 feet.J The Report of the

I# Minutes of Evidence taken before the Sel. Com. on East
India (Hlys), 1858, Pari.Par# (H.C.), 1857-58, XIV,
(416), p. 136,Q 2020

2# Kennedy’s Report, 29 Jan. 1851, Sel# Govt# of India#
No. 1, pp.41-45* It was on the basis of this report
that decision was taken in favour of the Ganges line.
Ref. Minutes of Evidence taken before the Sel. Com. on
East India (Rlys.), 1858, Pari.Pap.5 (H.C#), 1857-58;
XIV, (416) p.34, Q 470.

3. Kennedy’s Report, 29 Jan. 1851, Sel. Govt, of India
No. 1, p.41.
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Geological Survey of India for the Season 1848-49

states the height of the Hazaribagh area to be traversed
by the direct line to be 1585 feet above the sea level@®
The available topographical data as regards this area
confirmed the fact that the best gradient that could be
secured was 1 in 100 and that, again, with heavy cuttings
and embankments#2 These heavy cuttings and embankments
meant higher cost of construction while to run the trains
over these gradients meant the greater use of the loco-
motive power resulting in high cost as we have already
mentioned# One remedy to the latter problem might have
been tunnelling but the amount of cuttings that it would
have involved rendered the proposal unthinkable#1 In
respect of gradient, the line along the Ganges was most
desirable. The whole difference of level between Cal-
cutta and Mirzapur was stated to be onljr 240 feet and
this rise was almost uniformly spread over a distance

of nearly 600 miles and consequently gradient available

on this line averaged about 1 in 12,000#" In 1851,

1e Report of the Geological Survey of India for the
season 1848-49, Py»ii

2. Turnbull’s Report, 26 Feb. 1851, 3el. Govt, of India#
p.75*

3# Turnbull’s Report, 26 Feb® 1851, Sel* Govt. of India,
No. 1, p#75*

4# Kennedy’s Report, 29 Jan# 1851, i bid., p®41#
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Turnbull went to the extent of stating "....although it
would be almost premature and rash to state so positively
before regular sets of longitudinal sections are made,
yet I have strong hopes, amounting almost to conviction,
that a gradient not much, if at all, greater than 1 in
2000 may be obtained all the way from Howrah via Raj-
mahal to the river Soane on the West of the city of
Patna,..... "1 Prom the Son to Allahabad, the country
was described as being of the same character as that
further down the river, i.e., rising uniformly about
six inches in a mile.

The Ganges line, though very desirable from
the point of view of gradient, was not free from engin-
eering difficulties. The large number of bridges and
viaducts on the numerous rivers on this line, apart from
adding to the total cost of construction,” were bound to
present great engineering problems. But this particular
difficulty was not any less on the direct line either.

It had to cross practically the same rivers as the Ganges
line, the only difference being that the former was to

cross them far into the interior where the waterways were

1. Turnbull's Report, 26 Peb. 1851, Sel. Govt, of India.
No. 1, p«76.

2. Ibid.

3» Supra, Chap. II* p.
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narrower*” Moreover, the crossing of the river Son which
was common to both the lines would have been much more
difficult on the direct line. On the direct line, this
river wasmiles in width in the rainy season while on
the Ganges line it was, during the same season,f of a
mile vvide®2 In the contemporary mind there was virtually
no doubt as to the superiority of the Ganges line as a
paying line. Kennedy wrote - "There are probably more
goods for transport, converging to the various points of
the Ganges line between Mirzapore and Calcutta, than on
any other line of equal length in India, all of which must
swell the revenues of a judiciously-managed railway,...."*
Turnbull was of opinion that “....its [The Ganges linej
advantages over the other as a 'paying line* of railway
are to me so apparent after seeing both routes, that I
would have recommended the adoption of the Ganges line,
even although the other had been on a dead level all the

way from Calcutta to the river Soane.Dalhousie was the

1. Simifls 1 Memorandum, 12 Sept.1845, Beng. Rly. Sons.,
17 Sept. 1845, Range 163, Vol. XV

2. Minutes of Evidence taken before the Sel. Com. on East
India (Rlys), 1858, Pari.Pap.. (H.C.), 1857-58, XIV,
(416), p.133, Q. 198S:

3. Kennedy's Report, 29 Jan. 1851, Sel. Govt, of India.
No. 1, p.41%

4. Turnbull's Report, 26 Feb. 1851, Sel.Govt, of India.
No. 1, p. 81.
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most weighty protagonist of the line by the Ganges which
in his opinion was to fulfil all the objects in view and
this he expressed in the following language - '"Tried by
these tests, I apprehend that the entire line from Calcutta
by the Valley of the Ganges to the North West Provinces,...
will stand the first in order of importance and value,
and ought to command the earliest and best attention of
the Government of India.l®

The propriety of the decision in favour of the
Ganges line during this period might be established with
reference to future experiences. Far beyond our period,
about the end of the nineteenth century, decision was taken
for the construction of the Grand Chord line which was to
traverse more or less the same route as the direct line
discussed earlier, the main object in view being that it
would form a relief to the growing traffic of the main

P The line ran from the Barakar branch of the main

line.
line to Mughal Sarai via Gaya. The actual construction
of this line did not change to a very great extent the

ideas held about its feasibility in the fifties. Huddle-

ston, writing in the early part of the present century,

1# Balhousie's Minute, 20 April 1853, Pari.Pap., (H.C.),
1852-53, LXXVIL, (787) p.117

*

2. G. Huddleston, History of the Bast Indian Railway.
(Calcutta 1906), p.l141

3. 1Ibid, p.143
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when the portion of the line between Gaya and Mughal Sarai
had already been completed and opened for traffic, was not
very optimistic about the traffic converging on the line.
All hopes were still banked on the probable coal traffic
since in his language," ... judging by the nature of the
country traversed by a considerable portion of the new
line, it is doubtful whether its local traffic will prove
more than nominal,..... "A He also referred to the '"very
heavy work through a hilly country" in that portion of
the line that lay between Gaya and the Barakar branch.”
Obviously, the risk of the construction of such a line
could be taken in the nineties when the financial success
of the entire undertaking was proved beyond all doubt
The line during this later period was to act as a feeder
line and also as a complement to the great railway system
of the Gangetic Valley. The question of profitability,
naturally ruled out the selection of this line as the or-
iginal main line of the E.I.R.

Beyond Mirzapur, there was not much scope for any
difference of opinion as to the route of the line. The

object was to take the line to Delhi and this could be

1. Huddleston, Qp.Cit., p.144
2. Ibid, p.143
3. Supra, Chap. II1,p p .-100%*
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conveniently done by taking the line along the Ganges to
Allahabad where it was to cross the Jumna and then
through Fatehpur, Cawnpore, Etawah, Shikohabad, Tundla,
Aligarth and Ghaziabad, to Delhi.l In fact, this
portion of the line was common to both the river and the
direct line. The cities it accommodated were notable
from various points of view, administrative, military
and economic.

Amongst theiother extensions of the E.f.I.R.,
the Jubbalpore line and the Chord line were the only
important ones. The former was to rum from Allahabad
on the main line to Jubbalpore where it w§s to meet the
Great Indian Peninsular Railway. It sought to facilitate
the through traffic between the northern and the southern
parts of India.p Like the Grand Chord line, the Chord
line might be described as another supplement to the
great railway system of the Gangetic Valley. The increas-
ing need for coal to be used as fuel in the rapidly ex-
tending railways in India led to the need for opening
the existing coalfields in the country. A line of rail-

way from Sitarampur, to which place a minor extension of

1. The route in its bare outline is described in Rep. to
the Sec. of State for India in Counc. on Rlys in India
to the end of 1859, Pari.Pap.(H.C.), 1860, LII, (2669)

p.8

2. Report to the Sec. of State for India in Counc. on Rlys.
in India for 1869-70, Pari.Pap.,(H.C.), 1870, LIII,

(C.163), p.3
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the railway line from Raniganj had already been made, to
luciieesarai, with a branch to Karharbari coalfield, was
decided on under the circumstances* This line was thought
to be useful in opening the above-mentioned colliery the
existence of which had come to be known in 1848-491 and
also in carrying the Bengal coal generally to the Upper
Provinces. This was expressed in the following language
in 1867, - ”There can be no doubt that the working of these
coal-fields |the Karharbari coal-fields” is not only
politic but necessary. Of late years the demand for coal
has been steadily increasing and its cost has arisen very
greatly.

A few years hence, when the railways now in
progress have been completed, the traffic on them will be
cramped for want of fuel unless the present supply is
largely increased. Even the East Indian Railway Company
which alone can worx the Curhurballee [i.e. Karharbari]
collieries on an adequate scale will need the aid of the
Bengal Coal Company and other proprietors of the mines.”P

Thus, the E.I.R. were projected with the object

of stimulating the economic ana social life of Northern

1. Report of the Geological Survey of India for the season
1848-49, p.3

2. Asst. Sec. to Govt, of Bengal, P.W. Dept., to Sec. to
Govt, of India, P.W. Dept., 15 April 1867, Rly. Letts.
Encl., Vol. XXVII *
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India and generally to facilitate the political unification
of the country. . At the same time, when the particular
routes of this railway were decided on, there was, over

and above the attempt to realise these objects, an insist-
ence on making the lines remunerative* As regards the
commercial profitability, the line proved to be of great
value, as we have seen. The effects that this railway

had in the contemporary economic life in the Northern
India are of great importance to students of the economic
history of India. This we intend to explore in our final

chapter.
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CHAPTER 1V
PROVISION OP Lihii), OAGXU.IEATIQI, ALL PLREOi.REL OP THE
E- I.. ELY. CO..

In the present chapter, we would discuss two
different questions relating to the E.I.R., namely,
the provision of land for this railway in the first
place, and secondly, the organisation of this Railway
Company both in England and in India, with some
observations on its engineering and other staff in
India and also on the labour i1t employed. The
chapter i1s, accordingly, divided into two sections.
The work of construction of the line required the
provision of three things, land, labour and materials.
The provision of materials remained the most serious
difficulty all through the period that the work of
construction was going on. .-€ propose to narrate
in the next chapter the story of the construction of
the line with particular reference to this problem.
Land and labour questions, comparatively lesser
difficulties as experienced in the construction of

this railway line, are being dealt with here rather

briefly.
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Section 1

Provision of Land

When private companies first began to submit
proposals for railway construction in India, one of
the points much deliberated upon was the nature of
the aid to be expected from the Government. It was
felt that so large an undertaking as the construction
of a railway, under such unfamiliar physical and
social circumstances as in India, could hardly be
accomplished without some Government aid. Since
the railways would serve as important military and
administrative instruments in the hands of the
Government, it seemed quite appropriate that aid
should be given by the Government. IThe question
was what form it should take.

The b.1. Rly. Co. asked for two things: a grant
of dividends upon the capital invested end the provision
by the Government of the land required for the proposed
railway linei. Opinion was divrded as has been seenz,
over the propriety of guaranteeing a dividend. There
v/ere doubté» about the ultimate commercial success of
the undertaking and the Government was initally

1. Larpent and Stephenson to helvill, 30 "“ec.1844, Hly.
Home Corrs., 'A', Vol. 1.

2. Supra, Chap. II, p.531



unwilling to take the risk ox a heavy loss. But,
there was hardly any opposition from the authorities
to the proposal that the Government should make a
free grant of the land required by the Railway
Company. Chen Simms was asked, early in 1846, to
suggest appropriate terms and conditions upon which'
contracts should be made with the railway companies,
the provision of free land was his first point.

"The Government, I he recommended, [was] uto find all
land for the railway and stations, end deliver it
free of cost to the railway companies except as to
the use of land required by such companies for

temporary purposesS......... This recommendation

Hardinge, the Governor General, readily concurred with™,

as did haddock" , C.H. Cameron”, and in Millet"*, the

members of his Council,
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2

For various reasons, Government assistance 1in the

1. Simms to Halliday, 6 Feb. 1S46, Rly, Letts, Encl.,

Vol. I.

2. Hardingels Minute, 1 May 1846, Pari. Pap., (I1i.C.;,

1842, XLI, (68), p.l13.

p. Haddockls Minute, 1 Hay 1846, lari. Hap., (B.C.),
1847 , hjul, <68j, p.Ip.

4. Cameron’s Minute, 1 Hay 1846, ibid, p.21.
5. Millet’s Minute, 1 May 1846, ibid, p.19.
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form of the free grant of Isnd was considered to be a
prudent and convenient proposition from the points of
view of both the parties involved, viz., the Government
and the Railway Companies, and also in the general
interests of the undertakings. . 1o provide land
free of charge to the railway companies, was not going
to be a great financial burden upon the Government.
Land was cheap in India - a fact much emphasised in
discussions favouring the feasibility of railway
schemes in India . ns Stephenson had pointed out

in 1841, even in the more fertile areas of Bengal,
twenty rupees per bigah was all that was expected to

be paid for land near Calcutta for some projected
canals, while elsewhere rent varied from half a rupee
to two rupees per bigah of ordinary land. ithe

hilly tracts through which the line passed from
Calcutta to Benares were v/orth lirtle or nothing.
Moreover, 1f the Railway Company proved unable to
complete a line, land acquired for it by the Govern-
ment could readily be resold either to its original

owners or new purchasers, and meanwhile would yield

1. See, for instance, Report of the Railway Commission,
Ip March 1846, para 2, Beng.Rly.Cons.,25 March 1b46,
No.6, Range 165, Vol. XV.

2. extract from nocjes taken by Stephenson in 1841,
Stephenson's Report etc., op. cit., p.47.



163

its usual rent . furthermore, the purchase of lend
would be s simpler affair if made by the Government
rather than by a railway company. The Government
could proceed by regulation, thus avoiding all disputes
and complications, and the credit of the Government
would serve as security to those selling their landsP.
By the middle of 1846, therefore, the Government of
India had decided to make the provision of lend a

free contribution to the kailway Company”.

In discussing the provision of land for the
E.I.R. by the Government, it is necessary to consider
three points. First of all, we would refer to the
measures generally taken by the Government to hand
over land promptly to the Railway Company so as to
keep pace with the progress of the construction work
on the railway. The second point is whether the
actual property-holders, who were affected by this
acquisition, were duly compensated.for the loss of

their property and what their attitude to such

1. Haddock’s Minute, 1 May 1846, Garl.Ist., (H.C.), 1847,
XLI, (68), p.13.

2. Ibid.

p. Govt, of India to Court, 9 May 1846, (Legis. Dept.
No. 1), Pari, rap., (H.'G.;, 164/, XLI, (S3), p.2.
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acquisition was. Lastly, vie would try to indicate
the extent of the actual financial burden on the
Government in providing land for the L.I.R.

file importance of the first question, 1.e. the
quicu delivery of land to the Railway Company is
obvious. AS long as the Railway Company was not in
possession of land, the work of construction could not
be started and this meant that a great mass of
materials and machinery and also a large number of
men would be brought to a stand-still for an indefinite
period of time. the financial loss in such an
eventuality can easily be imagined.

-he promptitude with which the Government made
available to the Railway Company land required by the
latter, 1s really creditable. The first thin; that
they thought necessary was the modification of the
existing lawr, namely, the Regulation I of 1824,
relating to the acquisition of land for public
purposes in the Bengal "Presidency. Railway construc-
tion in India had not been contemplated when this
regulation was passed, and the requirement of the
prior valuation of the property under this regulation |,
1. Regulation I of 1824, .oec. VII, clause 4, R. Clarke,

fhe Regulations of the Government of -»o0i*t -.illiam in

Bengal in force at the end of 1S55\ (London 1854;,
Vol. II, p. 682.
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before it could be taken in possession, it was
pointed cut, would produce delay greatly injurious
in case of a railway. The complexity of Indian
interests in land was bound to make this valuation

'

a long and laborious process This possibility

was apparent in the case of the E.I.R. which passed,
for its most part, through dgr-lsé‘gf >kpopulated areas
Dalhousie, arguing with his Council"J, therefore,
strengthened the provisions of the 1824 Regulation,
*by passing net XLII of 1850 "for giving additional
facilities to public works in Bengal”, on 20 December
1850. By this net, any railway built in the Bengal
Presidency under the sanction of the Government was
declared to be a public work within the meaning of
the Regulation I of 18241 and it was provided that
when land had been certified as being required for

a public work, it might be immediately taken possession

of by the Government. The amount and distribution of

*1. Halliday, Sec. to Govt, of India, to oir HM. Elliot,
Bee. to Govt, of India with Govr.Gen., 25 Bay 1850,
para 4, Rly. Letts. Encl., Vol.Il.

2. Bupra, Chap. I11*

5. Dalhousiels Minute, 4 July 1850, para 56, Ely. Letts.
Encl., Vol. II.

4. net XLII of 1850, Bee. I, Clarke, on. cit., Vol. I1I,
p. 564.
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compensation, 11 not agreed to by private bargain,
would hereafter be settled according to regulation I
of 1824".

itie further question of the superintendence of
land purchases under the two acts had meanwhile been
settled. the Regulation I of 1824- had provided that
when any extensive public work was commenced under
the orders of the Government, certain of its powers
might be delegated to Many Board, Committee or the
like .2 That body should hereupon determine on all
objections to the disposal of individual properties
and should issue the requisite orders for arbitration
when necessary, without reference to the Government3.
It ngw/proposed that a single officer of proved
competence, should be appointed, this being covered
by the words "or the like in the Regulation . In
September, this was agreed to and C.H. Lushington was
1. Act XLII of 1850, Sec. I, Clarke, o0o. cit., Vol. I1I,

p. 564.

2. The Regulation 1 of 1824, “ec. 111, clause 2,
Clarke, op. cit., p* 67,.

3. Ibid.

4. Halliday’s Bote, 20 May 1850, Ely. Letts. Encl.,
Vol. II.
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SI

chosen the first commissioner to superintend the
"taking, valuing and making over" the land to the
railway officials . to assist him in his duties,
three smrns3 and three deputy collectors were
appointedlL. Later on the number of deputy collectors
was raised to five”.

Once the law of 1850 wos passed, the necessary
amount of land was acquired rapidly. All that was
required prior to the handing over of the land to the
Railway Company was to define the claims therein.

The procedure was that after the line of the railway
had been selected, the Railway Company became respon-

sible for setting out and clearing the centre line,

1. I.P. Grant, Lee. to Oovt. of Bengal, to Lushington,
12 Sept. 1850, Beng. Rly.Cons., 16 Oct. 1850, ho. 4,
Range 165, Vol. XV. "

the

2. Extract from the proceedings of the Preset.-of/-Counc.
of India in Council in the Pin. nept., 6 Sept, 1850,
Beng. Rly.Cons., 16 Oct. 1850, No.4, Range 163*'Vol. c/.

5. Halliday to Grant, 29 Nov. 1850, Beng. Rly.Cons.,
26 Dec. 1850, No. 20, Range 165, Vol. XV.

4. P. Jt"onkarr, Una.Sec. to Govt, of Bengal, co Lushing-
ton, 14 Lee. 1850, Beng. Hly.Cohs., 26 Bee. 1f50,
ho. 337 Range 165, Vvol. -E.

5. jyQonkarr to Lushington, 14 May 18%1, Rly. Letts.
* Encl., vol. IV.
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i.e. laying the actual path of the tracks. The
railway surveyors hereupon marked the boundaries of
the lands to be taken for permanent or temporary
occupation, in accordance with section £/ of regulation
I of 1824-. '"Then, in accordance with the same section,
the deputy collectors issued notices setting out
details of the land and other property proposed to

be taken end the purpose for which it was required.
The same notice called upon the people” having a

right or interest in the land or property so specified,
to present their claims with the necessary details
within a specific date. Meantime, the amins prepared
a separate khasrs or account which showed all details
regarding the claimants and the property claimed.

The final definition of claims was made on the basis
of the reconciliation of these two sets of accounts -
one made from the statements of the parties and the
other prepared by the amins. When the period allowed
in the notices for preferment of claims had expired,

and all claims had been defined and classified, the

i

land was handed over to the Railway Company

The first ‘inchl of ground was made over to the

1. Report by C.R. Lushington, Rly.Commsr. of his proceed-
ings in taking the land and other property required
for Railways, 16 -pet. 1851, Selections from the records
of the Government of Bengal (abb. del.Govt, of Bengal;,
l.o. 4-, p. 11.



Railway Company on 25 January 1851 1e Operations
relating to taking possession of land were carried

on speedily. The Triend of India wrote early in
February, - "We are also happy to add that the operation
on the line in our neighbourhood, have been quickened,
hr. Lushington had made over three entire miles of the
line to the Railway establishment, and though the
present season has been lost, 1t 1s gratifying to

find that the obstacles to progress presented by ’the
passive resistance of circumstances’, so constantly
felt in the Last, are steadily disappearing, end that
the contractors are now enabled to carry on their
labors (t>ic7) with alacrity and zest. Je have no
longer any doubt that the rail will be carried on from
Calcutta to j-'elhi, 1f not to Lahore, without -any
interruption. The.abundance of unemployed capital

at home at the present time, and the cheapness of iron,
will naturally suggest the propriety of extending the
capital ana the operations of the Company.”p actually,
by April 1852, i.e. roughly within thirteen months
since the first land transfer was made, all the lands
indented for by the Railway Company in the first

section of the line from Howrah to. Randua was made

1. The nhend of India, 5 Feb. 1851, P* 81.
2. -The Triend of Indio, 18 Feb. 1851, p.97*



169
Kailway Company on 25 January 1851 '. Operations
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Mr. Lushington had made over three entire miles of the
line to the Railway establishment, and though the
present season has been lost, 1t is gratifying to
find that the obstacles to progress presented by 'the
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felt in the Last, are steadily disappearing, and that
the contractors are now enabled to carry on their
labors [bicTl with alacrity and zest. we have no
longer any doubt that the rail will be carried on from
Calcutta to j”elhi, if not to Lahore, without -any
interruption. The. abundance of unemployed capital
at home at the present time, and the cheapness of iron,
will naturally suggest the propriety of extending the
capital and the operations of the C()mpany."p Actually,
by April 1852, i.e. roughly within thirteen months
since the first land transfer was made, all the lands
indented for by the Railway Company in the first

section of the line from Howrah to.Randua was made

1. The -friend of India, 5 Feb. 1851, p. S8I.
2. The Friend of India, 18 Feb. 1851, p.97*
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over to them, with the exception of some isolated
patches here and there'. By the end of 1855, the
hailway Company was given the possession of the greater
portion of the land required for the Bengal division
of the linez. in the upper portion of the line also,
operations were carried on with similar promptitude.
By Larch 1855> sll the preliminary seeps fox' the
provision of the land required by trie hailway Company
over the long stretch of line from Allahabad to Delhi
was thus complete". Practically, throughout the
length of the lines, the acquisition of land had never
caused any delay in the work of construction.
notwithstanding the fact that the “ct of 1850
simplified the proceedings prior to she handing over
of-the land by permitting its later valuation, a
great amount of work was still to be done before such
transfers and herein lies the creait of the Government
authorities in accomplishing the job so rapidly. fhe

quantity of land taken in the first section of the line

1. The note enclosed to Lushington to Grant, 14 April
1852, Beng. "1y. Cons., 29 npril 1852, Bo. 26,
Range 165, Vol. AVII.

2. fin. (Ely) hes. to, 16 July 1856, Bo. 21, hiy.
Bes. Beng. Ind., Vol. II, p. 25I.

: 55, No, , Rly.
Des. Beng. Ind., Vol. I1, p.72.
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from Howrah to fandua was about 43 bigahs per mile,

on the average, or fourteen acres for permanent occu-
pation, and about 76 bigahs or 25 acres for temporary
occupation . raring this to be the average quantity
of land taken per mile all over the line, we may

have a fair ictea of the total quantity so taken for a
railway stretching over more than 1000 miles. The
claims over this vast expanse of land, again, were
numerous, covering not only the land itself, but also
trees, huts, bamboos, etc. thereon. It was often the
case that for a single item of property, such as a hut
or a tree, there were more than one claimant% and in
the absence of a record of rights, i1t v/es extremely
difficult to prove the validity of the different claims
submittedz. thus, in the first section of the line
from Howrah to Rendua, 40 miles only, the number of
claims preferred were 4,475% Of these IppB claims were

for property taken permanently, comprising about 1,655

1. Report by O.H. Lushington, Rly. Oomrasr. of his
proceedings in taking the land and other property
required for the Railways, 18 >-ept. 1651, 6el.Govt.
of .bengal, No. 4, p.7+« Rote in margin.

2. Ibid. pp. 7-9%
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biga.hs of lend, 12,266 trees, 20,55" bamboos, 1,311
huts and 64 brick-built houses, 4 ghats and 53 walls;
while 2,617 cases were for property for temporary
occupation, comprising about 2,790 bigahs of land,
21,656 trees, 32,766 bamboos, 1,231 huts, 33 brick-
built houses end 74 walls-.-i fhe definition of claims
out of numerous counter-claims for property of so
vast and varied character was obviously not a simple
affair.

Next, we pass on to the discussion of the second
question, i.e. to what extent the interests and the
sentiments of the property-holders affected by these
land acquisition operations were taken into account.

The Government seemsto be fully conscious of the kind

of treatment ,to be meted out to these people. ns
regards the question of monetary compensation specially,
the Court of directors wrote to the Government of

India 1in 1656 - . r you will not be satisfied without
having fully ascertained that those who nave necessarily
suffered in their rights, for public purposes, have

been not only fairly dealt with, but that in every

case the decision has been suitable, and even liberal. M-
1. deport by C.H. Lushington, kly. Comnsr. of his proceed-

ings in taking the land and other property required for
the Railways, 18 Sept. 1851., del.Govt, of Bengal, ho.4,

p. 23e
2. . . , >-0.24, Rly. Bes.
Beng. Ind., Vol. II, p.285%*



173

Dslhousie worte - Ino men should, be compelled to
surrender® his land for these purposes, unless the
public interest should really demand it; ....1

It was decided to pay in compensation the actual
market value of the property taken so far as it
was determinable and this also was in tune with the
general policy of the dovermnent of safeguarding,
as far as possible, the interests of the property-
holders, The Court initially expressed a vague hope
that the consideration of the benefits to-be derived
from the railway passing through their neighbourhood
might induce these property-holders to offer quite
moaecrate terms to the Governmentz. But, this did
not prove to be the case. In this connection, the
following statement from Lushington is of interest -
MBut it seemed very questionable, on a review of the
peculiar circumstances of the cases before us, whether
this plea [i.e. moderate terms in consideration of
advantages to be derived from the railway as mentioned
by the "“ourtj could with propriety be urged. An

examination of the claims showed that the question of

1. Dslhousiels Minute, 4 duly 18pO, pars 4p, kly.
Letts. Encl., Vol. II.

2. Fin. Letter to India, 14 Nov. 1848, ho.2?, -dLy.
Des. Beng. Ind., Vol. I, pp. 10-11.
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advantage or disadvantage to be derived from the
introduction of the railway had in no instance been
alluded to. The parties seemed unaware of the manner
in which their properties would be affected by it,
either one way or the other; while there was no
admission of contingent benefit to be derived on

the one hand, there was no complaint of contingent
injury to oe sustained on the other, and when this, and
the generally impoverished condition of the people
were considered together, it was determined that no
reduction on account of the prospective advantages
which the owners will derive from the railroad should
be claimed on the part of Government, and that the
offers of compensation should be calculated on the
supposed actual value of the property at the time it
was taken." In case the property taken was land
subject to the payment of revenue to the Government,
due measures were taken for the appropriate remission

in the revenue so payable2

fhe policy of the. Government as regards the respect

-0 ort of C.B. Lusnington, illy.Comnsr., of his proceed-
ings in taking the land and other property required
for the kailways, 16 Sept. 1351, Sel.-'ovt. of -penpal,
No. 4, p.15.

G. Plowden, >aec. to rudder Board of revenue, to
Lushington, 26 Bov. 1850, kly. Letts.Encl., Vol. IV.
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to be shown to the religious end social sentiments
of the general mass of the people while acquiring land
for the railway, was equally pronounced. In 1856,
while insisting on the need of great caution in taking
land for the railway so as not to injure in any way
the interests of the parties concerned, the ”“ourt of
Directors wrote - 'MWe would wish this degree of
consideration to be shown especially in cases so
keenly affecting the feelings and attachments of

the natives of India, as those concerning any rights
appertaining to tenure of land, and more particularly
when such relate to purposes held so sacred '@ them
as those of charitable endowments." Thus, when in
Allahabad in 1857? the acquisition of two plots of
land was objected to by the kuslims on religious
grounds, the Government gave way to those objections
and the matter was settled by reducing the width of
the railroad for a short distanceO. A similar case
occurred in Rajmahal, the land in question containing
a Hindu temple. here also the acquisition was not
enforced even though as a result, the railway station
built there suffered from some irregularity of form.

1. fin. (illy) Des. to, 20 .august 1856, Ho.24, Sly.Des.
Beng. Ind., Vol. II, p. 285%

2. fin. (hly) Des. to, 16 Dec. 1657? Ho.65,ibid,p.245-244-
5. Fin. (Sly)Des.to, 14 Oct.1857? Ho.51, ibid. p.201.
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But, the operations in connection with the
acquisition of land for the B.I.A. were extensive and
the interests involved in such land, complex. The
persons handling these affairs on the spot were often
people completely ignorant of the social and religious
prejudices of the people with whom they had to deal.
Under such circumstances certain cases of injustice and
maltreatment did occur, and this caused widespread
discontent in certain areas along the route of the
line. The Patna incident may be cited as an instance.
In 1856, wide commotion was crested 'amongst the people
of Patna by the activities of the Railway engineers in
connection with trie cutting down of the centre line
of the railway through that city. Houses were
destroyed and even sacred places were violated by them
without due authority of the Railway Commissioner’i
However, the Gov rnment of India promptly interfered
and the Railway Company was warned against any such
future occurrence

The last point that we would discuss in this
section 1s the nature of the financial burden on the
Government in providing the land for the railway.

As was exr)ected, the financial burden on the Government

1. Pin. (xily) Des.to, 12 march 1656, ho. 10, Rly. Des.
Beng. Ind., Vol. II, pp. 183-167.

2. Ibid.
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in purchasing the lend lor the railway was not
excessive. Bven in Bengal, where generally land was
more expensive than in other parts of the country,

the total cost incurred lor the acquisition of

land in more than one area was stated to be lower than
what was estimatedl. In the hirst two sections,

the cost on this account was rather high because of
the proximity of these localities to Calcutta. In
howrah district which was nearest to Calcutta, this
cost was aoout Ks. 29,054- per mile’z. nut as the

line extended higher up the country at least within
the boundaries 'of the Lower Provinces of Bengal,

land could be obtained at a much cheaper rate. Thus,
in certain areas ol Hajymahal district, the rate paid
was only about Ks. 505 per mile;\. Ihe variations in
the cost of land for. the railway from the lower portions
of the line to those higher up in the Lower Provinces
ol Bengal, can clearly be shown. Ihus, the average
cost of land per mile in the first two sections of

B }-
the railway was ”s. 56954- Cor tne first 184- miles
1. ITin. . . * to, . ,
Beng. Ind., Vol. II, p. 529.
2. Pin. (Rly) Bes. to, 25 Bov. 1857, Bo. 59, ibid, p.257%*

5. Ibid.

4-. fin. (Rly) Des. to, 29 Cct. 1856, Bo. 56, ibid, p~*.529*
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%

of the railway from Howrah this was stated to be
AS. db?;;l'. For the portion of the line from Aajmahal
to honghyr, this cost came down to Hs. 992 per mileP.
he are unable to give similar figures as regards the
cost of land provided for the E.I[.R. in the A.v.
Provinces, and so far as this aspect of the question
is concerned, we have to depend on conjectures. The
value of land in this province may be taken as higher
than that at least in the portions of the line in
Upper Bengal. Phis statement, of course, is more
applicable to areas contiguous to Allahabad, the
capital of the H.l1. Provinces and an important centre
not only of the internal commerce of the province but
also of its external commerce with the Lower Provinces
of Bengal and the foreign countries through the port
of Calcutta. ns regards the total cost of land on
account of the B.I.R. also, our information is limited
to that only in Bengel. In 1857, this was estimated
to be about As. 1p,70,122' *

here, a comparison in the cost of land for

railway construction in India and in England may be

illuminating. Taking the same period, land for

1. Pin. (Rly) Des. to, 29 Oct. 1856, Ho. 56, Rly. Aes.
Beng. Ind., Vol. II, p.329.

2. Fin. (Rly) Des. bo, 14 Oct. 1857, ho. 51, ibid, p.200
3. Fin. (Rly) DesA to, 25 hov. 1857, ho. 59, ibid, p.2po.



railways in England cost much more than in India.
Ihe land required for different railways there had to
be purchased by the respective railway companies and
the cost of construction incurred by them was soaring
higher and higher. ithus, opart from stocks and
materials, the London and the horth western Railway
Company had to pay for the land as well and this was
the reason why, even if it was of nearly half the
length of that of the E.I.R., the total cost in its
case was estimated in 1860 .as nearly three times
larger than that of the latter!.
Lastly, in connection with this point, i.e. the

cost of land provided for the E.I.R., we would try
to give an idea as to the proportion that this cost
had to the cost of construction of this railway.
The average cost of construction of the original trunk
lines of railways in India, including the E.I.R., was,
as we have mentioned, -£20,000 per milez. The
average cost on account of land for this line even in
the most expensive areas near Calcutta was, as we have
seen, Rs. 29,054 per mile"'. fhis is equivalent to
1. Report to the dec.of State for India in Come, on Rlys

in India to the end of 1859.Pari.lev. «(H.C.),1860.

LII, (2669), p.40.
2. x-unra, Chap. II, p. 62

5. Supra,pp.177
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about £2905 st 2s per rupee - the current exchange
rate in the sixties of the nineteenth centuryi.

'thus we may conclude on the basis of these two figures
that the cost of providing land for the line even in
the most expensive areas traversed by it was roughly
about one-seventh of the average cost of construction
per mile.

These being the principal points of discussion
as regards the provision of land for the E.I.R., we
now pass on to the next section dealing with the
organisation of the Railway Company along with the
subsidiary cuestion of the labour that 1t employed
in the work of construction in India.

Section II

Organisation and Personnel of the E»I«R

A large undertaking like the E.I.R. obviously
needed an efficient management and an organised labour
force. £0 far as the management of the E. . Rly. Co.
was concerned, the degree of efficiency acnieved was
indeed very high. fhe affairs of the Company in
London were managed by a Board of Directors. The

number of the directors was originally thirteen and

1. Report to the bee. of State for India in “ounc. 011
Rlys in India for 1862-63, -arl.Pao. « (H«C.), 1663,

XLIII, (3168), p.4l.
2. Thorner, 00. cit., p.61l.
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[ster on it was reduced to eightw]. The origins!

Board of Directors consisted of persons having long
association with India. This included men like

Bir George Larpent of Cockerell end Co., B.D. Colvin
of the Crawford, Colvin and Co., Sir John Campbell,
Deputy Chairman of the P.& 0. Steam navigation Company,
Major-General James Caulfield, who had been in the

East India Company's service, and Thomas L. Kelsall of
kelsall and Co.2 In course of time, the practice
originated of having two committees, consisting of
certain members of the Board of Directors, the Committee
of Transfer and the Committee of Audit. Both had
special duties in their respective spheres‘:'. The
duties of the Board of Directors were manifold.

These included constant correspondence with the
Secretary of State, the Board of Agency and Chief
auditor of Calcutta, the share-holders and the public
1. Letterto the >%“e. of "“tete for India on the Consti-

tution and Management of the E.I. Rly. Co., by KW.
Crawford, Chairman of the Company, Pari.Pep. % (H.C.),

1867, L, (173), P.3.
2. Thorner, or. cit., p.67, note no. 24; also p.61.

3. Letterto the Sec. of State for Indie on the Consti-
tution and Management of the E.I. *ly Co., by RW.
Crawford, Chairman of the Company, Pari. Par..
(H.C.), 1867, L, (175), P.5.
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generally; consideration of all questions affecting
the policy of the Company and taking decision in
respect of them; settlement of all matters relating
to the raising of capital; making arrangements for
the supply of materials and stores for India; the
selection of officers required to fill vacancies in
tne establishments in India and so on
In India, the Railway company's affairs were

managed by a local agency* Until the year 1866,
these powers of management in India were entrusted
to a single person. The position was one of great
responsibility and the salary proposed in 184*0 was
£§,500 per annump. Stephenson, as already mentioned,
was the first Agent of the E.J.. Rly. Co. in India
kith the expansion of the operations of the Railway
Company, however, the duties and responsibilities of
the Agent were increasing. The burden was too much
for a single person and naturally, the need was being-
felt for replacing the single agency by a Board of
1. Letter to the Sec. of State for“India on the Consti-

tution and Management of the E.u. Rly. Co., by AW

Crawford, Chairman of the Company, rsrl. Fan.. (H.C.),

1867, L, (r,n, P.5.

2. Nosd to iielvill, 5 Dec. 1849, illy. Home Dorrs.,
'A', Vol. II.

3* Supra, Chap. I, p. 17
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Agency. This was effected in 1866 . The newly-
formed Board of Agency consisted of a chairman and
two other membersp. Independently of this Agency,
an audit department, headed by a Chief auditor, had
been looking after all matters relating to expenditure
and accounts of the Railway Company in India".

we may refer here to the relation that existed
between the two bodies, the Board of directors 1in
London and the agency in India. situated, though,
thousands of miles apart, these two bodies worked, on
the whole, in harmony. The higher authority rested
with the Board of Directors in London while the Agency
was given wide discretion in all matters of detail.
Crawford wrote in 1867 - n....at the same time the
practical difficulties inherent in the local management
of the affairs of a greet concern, such as our Railway
Company, at a distance many thousand miles apart from
the seat of the governing authority, have been satis-
factorily solved. The supreme authority of the

Directors reamins intact; whilst the details of the

1. Letter to the oec. of State for India on the Consti-
tution and management of the L.I. Rly Co., by A.W.
Crawford, Chairman of the Company, Pari. Pap., (H.G.),

1867, L, (175), p.s-
2. Ibid.

5. ibid, p.p.
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local administration ere still as little interfered
with as possible, so long as they conform to the
general rules of procedure prescribed from this country." 1
ho, in spite of the distance, affairs of the Hailway
Company were carried on smoothly. [t was only
very rarely that difficulties arose in connection
with the exercise of the discretionary powers of
the Agency in India, and even in those cases, 1t was
not long before that matters were amicably settled.
Stephenson's contracting for the enuire line from
Burclwen to “elhi in ISpH, without awaiting for the
aiDprovc.l of the Board of directors, was one such
occasion which we have alr*ead’y referred t02. The
matter was thoroughly investigated by the legal
advisers of the Railway Company in London and their
opinion was that in concluding these contracts,
Stephenson was fully within the limits of his juris-
dictiorh .

So far we have limited ourobservations tothe

internal management of the B.I. Hly. Co. The

1. Letter to the Sec. of ->tete for India on the Consti-
tution and Management of the B.I. Hly. Co., by HW.
Crawford, Chairman of the Company, Pari. Lap.. (H.C.),
1867, L, (173), p.l.

2% Aupra, Chap. I, p. pp.

3. Messrs freshfield, B.I. Hly. Co.'s Solicitors to Load,
2 July 1855» Hly. Home Corrs., 'Al, Vol. IX.
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management of this Railway Company, like that of all
other guaranteed companies of the period, had another
important aspect, namely, the control and super-
vision exercised by the Government. Under the terms
of the contracts between the hast India Company and
the respective railway companies, the former was
given some powers of supervision over the affairs of
the latterl. Ihis was quite logical in view of the
Government aids to the railway companies, specially
in the form of guaranteed interests. As we have
mentioned earlier, as long as the capital invested
in these undertakings remained unproductive, the
payment of these guaranteed interests was to remain
a burden presumably on the Indian exchequer. As the
guardian of the public purse, the Government had
every right to see that the public money was not
wasted and frittered away due to the neglect and the
lack of exertion on the part of the railway officials
leading to expensive works executed over an unnecess-
arily prolonged period.

fhe Government decision as to the nature of the

supervision to be exercised over the railway company's

1. dee, for instance, the text of the contract between
the hast India Company and the -.1. uly. Co.,
dated 17 nugust 1849, clause 10, Pari. Pap., (H.C.),
1899, XIX, '(259, p.3.
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affairs was very reasonable. In 1854, the Court of
Directors wrote, - .f that the system of minute
supervision will not be so exercised as to subject
operations to delay, or discourage contractors from
taking works that might with advantage be let to
them. Under the rulos that were subsequently
established, the railway companies had to refer to
the Government for decision all questions of general
importance only. These included the general direction
of all lines of railway, the position of station's,
the general arrangements of the more important stations
and works. Once the general sanction of the Govern-
ment was secured, all questions as to details
including those of designs, estimates and indents of
these works could finally be disposed of by the
Consulting .Engineer2

But, what was done in practice by the Government
of India, at least in the early years of railway
construction there, was not any general supervision of
railway works. It was, in fact, interference in an

undue manner in every minute affair relating to the

1. Bin. (hly) Des. to, 5 July 1354, ho. 10, Rly. Des.
Beng. Ind., Vol. II, p.31.

2. Report to the Dec. of Btate for India in Counc. on
klys in India to the end of 1659, Pari. Bap.. (H.C.),

1860, LII, (2669), pp. 6-7.
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work of construction. Phis was the position not

only in respect of the B.I. hly. Co.'s works in frttrxgitl
but also in the case of the railway companies working
in Madras and Bombay'l. reveral instances relating

to the experiences of the B.I. hly. Co. specifically
may be cited here. In one instance, I. Palmer, the
Agent of the xRailwsy Company was about to cancel the
idea of an agreement for a certain quantity of timber
since he was asked by the Government to submit such
detailed information as to that contract, as 1t was
beyond his power to furnish®. In another instance,
the engineers in charge of the work of construction

in the Hulldhur Valley had to live in a tent and a
mat bungalow for an indefinite period of time. fhe
indents for the bungalows for these people were duly
submitted to the Government. But these were withheld
pending a return from the Hailway Company giving
detailed information regarding similar bungalows to be
erected on a long stretch of the line extending over
500 miles and this was not found practicable to produce
for some time to come with any accuracy" . In 1658,

I. report the Bel. Com. on Bast India (rlys), 15 duly
1858, lari. Pan., (H.C.), 1857-56, XIV,(416), p.V.

2. Minutes of Bvidence tsren before the Bel.Com. on East
India (Blys), ibid, p.51, Q.764.

p. Ibid, p.44, Q. 659*



Noad said that the railway engineers were unnecessarily
interfered with; they were called upon from morning
till night for papers, returns, c.ocuraents and explan-
ationsl. The voluminous correspondence between the
railway officials and the Government authorities over
every aspect of the work, from the selection of the
route in a particular area to the addition of one or
two extra men to the existing staff of engineers in any
area, preserved amongst the Government records, leaves
no doubt about the validity of these statements.
Stephenson spoke of the misconception on the part of
the Government "as to the intention, spirit, and
practical course to be pursued in the exercise of the
supervision both home and local". ? That the Govern-
ment supervision over railway works in India was to
some extent vexatious, was admitted by the Government
officials, too. Thus, Melvill, the first Government
Director of hallways in London, stated in 1853, - "I
do not think that the position of the railway authorities
and of the Government authorities relatively to each

other was quite understood at first; The Select

1. Linutes of evidence taken before the Gel.Com. on nest
India (Elys), 1858, Perl.Pap..(H.O.), 1857-58, XIV,
(416), p. 43, Q. 632¢

2. Ibid. p. 283, Q. 4015.

5- Ibid, p. 258, Q. 3660.
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Committee appointed in 1858 to enquire into the causes
of the delay in the railway construction in India
alluded to the too minute interference by the Govern-
ment in the work of railway construction in India and
this was, in the opinion of the Committee, unnecessary
for practical economy and involved nconstant contro-
versy, lengthy correspondence, and consequent delay,...F
In view of the cumbrous nature of the Indian
administration in those days, it is not very difficult
to imagine how inconvenient this continuous inter-
ference by the Government in the railway construction
in India could be, sometimes, to the entire progress
of such construction. Again, occasionally the Govern-
ment of India thought it necessary to refer matters
to the home Government. fhis meant greatly delaying
the whole proceeding not only because of the time
involved in the passage between England and India in
those days of limited communication but also due to the
intricate administrative machinery operating tnere,
authority being divided between the Court of Directors
and the Board of Controlz. he may cite another instance
here. With the object of undertaking a survey in the

1. Report from the Sel.Com. on East India (Rlys), 1$ July
1858, Perl.Pap., (K.C.), 1857-58, XIV, (416), p.V.

2* Supra., Chap. I, pp. Cg-26.
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winter of 185-1-52 in the country between Burdwan and
kagjmahal for the proposed extension of the E.I[.R. in
that direction, the Railway company submitted quite
ahead of that time, namely, in May 1851, an indent

for ten surveying engineers to be sent from mnglandS
The indent, though agreed to by Baker, the Government
Consulting Engineer, was withheld, by the Government

of India pending the Court’s sanction for the proposed
extension of the line itselfz. [t was not before the
end of August that this sanction was received in India”,
leaving, therefore, very little time for the indent

to be sent to England and complied with therefrom, so
as to utilise the coming winter. Actually, even by
the end of October, the engineers indented for did not
arrive in India and the Railway Company had to make the
survey with the very limited assistance that they could
secure in India'. This was, of course, the state of
affairs in the early years of the railway construction

in India. In the later years, the Government inber-

I. Indent No. 45 of the -*.1.Rly.Co., 29 Nay 1851, Rly.
Letts. Encl., Vol. IV.

2. Dslhousiels Minute, 25 “ugust 1851, Rly.Letts.End.,
Vol. IV.

p. Bin. (Rly) Des. to, 20 -august 1851, No.45, Rly. Des.
Beng. Ind., Vol. I, p.114.

4. Stephenson to Baker, 28 Oct. 1851, Rly.Letts. Encl.,
Vol. 1IV.
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i'erence in the work o1 construction v/ss not so much
comp Isinecl of by the Hailway Companies °

tow, we turn to the discussion of the hailway
Company’s staff in India and the labour employed by
the Company. Railways being essentially large
industrial and commercial undertakings, the questions
relating to their personnel are many and varied.
These include the methods of their recruitment, their

pay, house accommodation, training, recreation and so

on. But any detailed discussion of these questions
in the present context is not possible. The reasons
are two-fold; first, like many other questions relating

to railway construction in India, the rules and regul-
ations as regards these matters in respect of various
railway companies could not be said to have taken as

yet a definite shape; secondly, our information also
\J

in this respect is meagre . The scope of our present
study 1s, therefore, very limited.

hirst of all, we refer to the engineering staff

I. From the kind of materials used by F.f. Kingsford in
his thesis on the railway labour in Bngland (Hallway
Labour, 1850-1870, a thesis approved for the Ph.D.
degree of the University of London in 1951)> it seems
that the minutes of the B.I, Hly. Co., itself might
be valuable sources of information in this respect.
But these minutes which, were in the custody of the
India Office Library, had, for their major part,
since been destroyed.
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employed by the Railway Company. For the purpose of
engineering supervision, the entire line was divided
into two main divisions, one in the Lower Provinces

of Bengal and the other in the Upper Provinces. Bach
of these divisions was under the charge of a Chief
Engineer. Turnbull was the first Chief Engineer in
the Lower provinces and in the Upper Provinces, this
position was held first by E. Purser . The pay
proposed for the office of the Chief Bngineer in the
early days of the construction of the experimental
line was B2,000 per annumz. The engineering establish-
ment under the charge of the Chief Bngineer in a
division was the following. In each district, there
was a District Engineer, a Resident Engineer, and two
Assistant Engineers and a given number of Inspectors
according to the length of the line under the charge
of the District Engineer' . The office of a District
Engineer was quite a responsible one and the salary

1. hinutes of Evidence taken before the Bel. Com. on

East India (Rlys), 1858, Pari.Pap.,(H.G.), 1857-58,
XIV, (416), p.51, Q. 758."“"

2. Kelvill to load, 9 Feb. 1850, Railway Home Corres-
pondence, ’IB, (abb. Rly.Home Go:rrs., ’B!)> Vol. I,

p. 25.

3. minutes of Evidence taken before the Bel.Com. on
Bast India (*lys), 1853, Psrl. Par., (H.C.), 1857-58,
X1V, (416), P.52, QQ. 767-768;



paid v/3s stated in 1850 to be £1,500 per annum
resident Engineers also commanded a good salary.
In 1864, the Resident Engineer of the Barskar Exten-
sion was drawing a salary amount to Rs. 800 per month;
In order of importance of the respective positions,
next came the Assistant Engineers. In 1662, the
Assistant Engineers in the Keul and Kullohur division
and the Patna 'division v/ere being paid about =is. 409
each per month"' The pay of the inspectors was
stated in 18>0 to be £5 0 Weele
Apart from this engineering staff, the Railway

Company needed a large number of lower categories of
skilled labour for the actual work of construction of
both the line and the carriages. These included the
plate-layers, the brick-layers, carpenters, draftsmen
and so on. In 1862, plate-layers in the service of
the E.I. Rly. Co. were being paid Rs. 200 per month ,
the brick-layers, Rs. 125 pen? month, the carpenters,
1. J.D. Dickinson, By.fee., East India House, to i.oad,

8 August 18p0, -ELy.Home Gorrs.,'Bf, Vol.I, p.55*%
2. Stiff list of the J.t"Rly.Go., 1 “an. 1864, ; ... ,

accountant Generalls-Dept. (abb. nC/G), Range bp,

volse LVII - LVIII.

p. Staff list of the E.1. Ely, o., 1 Man. , .1.,
ibid.

4. 'Turnbull to Hoad, 1 July 165G, Rly.home Corrs., IA
vol. II.
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Rs. 110 per month, the draftsmen, Rs. 60 per month

The blacksmiths and the permanent-way mechanics were
other two categories to be mentioned here. The black-
smiths had the salary of Rs. 10 to Rs. 14 per month
and the permanent-way mechanics were earning from "s.
17 to Rs. 6 per monthp.

The work of running the railway needed a separate
establishment. The scale of pay proposed in 1355
for the engine-drivers to be employed by the E.R1ly.
Co. was **s 196-5-9 Tor the first two years and
Rs. 218-2-10 for the remainder of their service". The
pay of the guards employed by the different railway
companies of the period varied from £7-10-0 to. £15
a month, according to their length of service and
merits

A third category of iobs was that relating to the
administrative aspect of the undertaking. In this
category, the station-masters and the accountants
were drawing Rs. 200 and Rs. 220 per month, respect-
1. Staff list of the E.I. Rly.Co., 1 Jan. 1862, pp. 2-3,

AC/G, Range 63, Vols. LVII - LVIII.

2* Trices and .a es in India, 1890, p. 180.

3. Hodgson to Stephenson, 3 July 1855? Rly* Rett. Encl.,
Vol. XI.

4. Report to the Sec. of “tate for India in Oounc. on
Rlys in India for 1830-61, Pari.Pap., (E.G.), 1861,
XLII'I, (2826), p. 8.
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1

ivelyl. Hlie pay of s ticket-collector was within
the range of Rs. 100-0-0 per month and that of a
clerk varied from .is. 55 to Rs. 150 per monthp.

All these different types,of work in the service
of the various railway companies were held during
our period by men sent from England. the reason
was the difficulty of securing comparably trained
people in India. Jhe maintenance of this European
staff was highly expensive. The pay of these men,
including the additional allowances and passage money
between England and India, was sometimes double or
treble the amount paid for the same kind of work
even in England . resides, the cases of sickness
and eventual death due to the adverse effects of the
climatic conditions in India were frequent amongst
these people and this meant not only great financial
loss for the railway companies but also the untimely
loss of the services of many highly capable men .

Insistence on the part of the authorities was,

therefore, on the employment of the local people in

1. Staff list of the E.-. Ely.Co., 1 tan. 1862, pp. 1-2

xiC/G, Range 65, Vol. EVTI - LVIII.
2. Ibid.

5. Report to the Sec. of State ior India in Counc. on

Alys in India for 1865-64, Earl. Ear., (K.C.), 1664,

XLIII, (5354), p.5.
4. Ibid.

b
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the railways in India as far as possible by providing
adequate facilities for their necessary training.
In connection with a scheme for training local people
in India as engine drivers, the Court of directors
wrote in 1855 that the scheme was desirable "not only
for the purpose of rendering the hailway Company
independent of European engine drivers, but also for
carrying out the principle of employing native
laber (~Sic® wherever practicable. ¢ hope that the
native apprentice will prove his fitness for the duty
in question as much by calmness and's elf-possession
as by steadiness and punctuality." In connection
with the construction of the E.I.H. specifically, a
surveying school was established in Calcutta as
early as 1851 and the students of this school were
reported to be doing very wellz. “n the late fifties,
engineering colleges were started both in Calcutta and
Eoorkee”.
Local people were being employed in increasing
I. Fin. (Hly) Des. to, 26 Sept. 1655, Ho. 26, Ely. Les.
Beng. Ind., Vol. II, pp. 135-156.
2. narrative of the proceedings of the Govt, of rengal
for June 1851 by fir John hunter-Litter, By. Govr.
of Bengal, Hly. Letts. Encl., Vol. III.

3. Minutes of Evidence taken before the Sel. Com. on
East India (Elys), 1658, Pari. Par.. (J+C.), 1857-53,

XIV, (416), p. 287, Q. 4071.
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numbers as carpenters, masons, blacksmiths, station
masters, accountants and clerks. an instance o0x
the proportion in which the local people and the
Europeans were employed in railway works in India,
it may be mentioned here that in 1866-67, out of 114
station-masters on the S.I.R., 74 were Indians, 35
were Europeans and five were hast Indians . The
pay was much lower in the esse of the country people.
Thus, on the 1.1.Pi.,, as station-masters, Europeans
were receiving from 160 to 350 rupees a month and
the local people in the seme position were drawing
from twenty rupees to 200 rupees a month? .

The large body of unskilled labour required by
the E.I.P. was secured from the local sources. In
fact, railways ana other public works in India in the
latter half of the nineteenth century created oppor-
tunities for employment of a large section of the poorer

people there and thus enabled them to earn some extra

- om n—r-, — - —  -mmm

1. “eport to the Sec. of State for India in Counc. on
hlys in India for 1866-67, Pari. Pap., (E.G.), 1867,
L, (3856), p.11. The term 1...sst Indiansl was in

use in the 19th century to mean the mglo-Indians

of to-day. This latter term, i1.e. Anglo-Indians,

had officially been adopted since the censxis of 1911.

c.f. Report of the Census of India. 1911, Vol. 1,

part 1, p. 14-0.

2. Ibid.
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.. sl
iftcome . The rate paid by the railway companies

was higher than that usually paid in the country2,
though 1t was not very much when compared to the
labour rate in England in those days"7 lor ordinary
labour employed by the E.I.B. in India, the rate paid
was 2-Jd or 3d per day 1. In the period following the
Mutiny, a further increase in the rate paid.for labour
was reported-". The men employed on the E.Il.if.
belonged to various aboriginal tribes, the Sentals, the
D;largurs and different kinds of hill tribes'?.

<¢ intend to limit our observations only to these
limited aspects of the personnel of the E.I.X AS
we have stated earlier, questions relating to this
aspect of the history of this undertaking are many and
varied. But, because of the absence of the relevant

data, these are bound to remain unexplored.

1. D.k. Gadgil, The industrial Evolution of India in
..ecent Times, (Calcutta E950) wup. 18-19.

2. Minutes of Evidence taken before the Bel.Com. on East
India (Elys), Perl. Par.-., (H.G.), 1857-58, XIV, (416),
p. 238, Q. 3382.

5% Ibid, p. 557 Q-<810.

4. Ibid,p. 54, Q. 807.

5. Ibid,p. 54, Q. 797.

6. Ibid, p. 241,Q. 3420.



199

CHAPTER V
CONSTRUCTION OF THE E.I.R.: 1831-1870..

The object of this chapter is to narrate the
story of the actual construction of the E.l.it.
the main line and the branches as described in the
first chapter. The total length of these lines
was estimated in 1860 to be 1,358 milesA. The
construction of tnese lines, because of various
obstacles, ultimately proved to be a difficult task.
Of all these obstacles, the provision of materials
remained the principal one all along the line.
Dependence on England for the iron-work needed for
the lines and bridges was a fact talien for granted
at least in these initial days of railway construction
in India. for obvious reasons. The manufacture of
the complicated iron-work, for different component
parts of railways such as engines, carriages, and
bridges require a certain standard of industrial
skill, efficiency and discipline which was yet to
develop in the nineteenth century Indiaz. As 1t was
put by Simms - Mt will be impossible that these
things (1.e. Rails, etc.) can be produced in this
country so good and so cheaply as they can be supplied
1. Report to the ”“ec. of ntate for India in Jounc. on

Klys in India to the end of 1859, Perl, lap., (H.C.),
1860, LII, (2669), p.8.

2. Infra, Chap. VI,pp. 252-265.
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in England for many years to come; there the iron-
v/orks preceded the introduction ox the modern form

of the railway but here railways must precede the
iron-works, and to which they will probably give rise.
Hereafter it is probable that the renewal of the rails,
engines and other machinery may be effected in India,
but at the present the supplies must be obtained from
England "’ Great hopes were entertained that
sleepers could be provided from the local sources and
also that extensive use could be made of indigenous
materials like bricks and stones in the construction
work. But these expectations could not be realised
because of the absence in India of that kind of
organised trade activities in respect of these articles
which alone could respond to such an extensive demand
as that created by the railways. In this context,
the following statement of E. Purser, Chief engineer
of the E.I. Ely. Co. in the N.b. Provinces, in his
letter to Stephenson in connection with the construc-
tion of a stone-bridge over the river Pons in Lir&apur
district 1s noteworthy, - M I beg earnestly to
bring: to your notice that the time occupied about these
structures particularly in India does not consist so

much in the building of them, but in getting and

*

. Simms' .Remarks, 22 august 1850, para 6, Ely. Letts.
Encl., Vol. II.
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preparation of materials - that the former can always
outrun the latter, and that the latter might and
should be proceeding vigorously even if the plan of
structure be not easily determined . If it 1is only
settled that the pillars are to be of stone, stone
should now be quarrying and led to it, without refer-
ence to spans or profile of worn. In the same manner
with timber i1f such were adopted, and other things." 1
Sleepers in large quantities for the portion of the
line in the Lower Provinces at least had to be brought
from England and brick and stone in most cases were
substituted by imported iron. Phus, almost the entire
set of materials had ultimately to be brought from
England. nut, much more serious than this in causing
delay to the work of construction, these materials

had to be carried from Calcutta up the country to the
respective points on the lines in country boats along
the hadia. rivers and the banges - the principal means
of communication for this kind ox traffic in this pei't
of India - the difficulties attending the journey along
which we have already referred t02. The story of the

construction of the E.l.it. will be told mere with

particular reference to the problem of securing materials

for it.

1. Purser to Stephenson, 11 Oct. 1855? Ely. Letts. Encl.,
Vol. XII.

2. dupra. Chap. II1I,np. 121XK"'I.
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The first portion of the line to be constructed,
as pointed out already, was a short, experimental one,
running from Howrah to kaniganj, about 121 miles
The work of construction began in 1851. Kailway
construction by contractors had by this time become
common both in England and on the continent. This
was found to be economical and also advantageous since
the contractors generally had command over large bodies
oi technical men". The system was tried in the
railway construction in India also. Attempts were made
by the E.I. Kly. Co., in the early days ox the
construction of the line projected, to enter into
agreements with some of the well-known English-contrac-
tors, such as lilliam Jackson and Thomas “rassey.
But these did not materialise. Jackson's tender was
AN
rejected on the ground of high chargeé and drassey
refused since he disliked the idea of strict govern-
ment supervision of the work of construction as proposed
1. Supra, Chap. II The original railway lines
in India, Including the E.I.K., were initially laid
as single lines of railway and the work of doubling
them was undertaken later on. no far as the E.I.K.
is concerned, the work of doubling it began sometime
in 1855, c.f, Bin. (Kly) Des. to, 5 “ept. 1855, ho.21,
Kly. Bes. Ben;. Ind., Vol. II, p.109.

2. Jenks, Op. Cit., pp. 154-138, 200-201.

3. James Tilson, President of the India Board, tokelvill,
20 Oct. 1849, Kly. Home Corrs.,. EP ,Vol.II.
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under the terms of the contractq. iorks not only on
the experimental line but also on all other portions
of the entire line were actually entrusted to European
contractors resident in India. These people, with
few exceptions, were almost totally inexperienced in
the type of work they undertook and had little capital.
failure on the part of contractors naturally remained
a common feature to all parts of the linez. ho far
as the experimental line was concerned, 95 miles of it
were constructed by Messrs hunt, Bray and Bnsley and
Burn and Co., and the rest by the railway engineers
themselves on the failure of the respective contra ctors:".

From the engineering point of view, the principal
work on the experimental portion of the line was to
protect it from the floods ofthe river namodaﬁ‘. The
problem was a serious one and 1t was not very easy
to find an effective solution for it. Kennedy,
because of the gravity of the problem, questionedin

1851, the very decision of the Government to take the

1. Minutes of Evidence taken before the Bari.Bel.Com.
on East India, (Elys), 1853, Isrl. Pap., (H.C.),
1857-58, XIV, (416;, p.59, Q. 904.

2. E. Davidson, The Railway's of India, (London 1868),
p. 146-148.

3. Minutes of Evidence taken before the Berl.Bel.Com.
on Bast India (Elys), 1858, Bari.Bap., (H.G.),
1857-58,X1v, (416), p.55, Q.493......

4. oujra, Chap. 111, pp. 138-140.
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line through the right bank of the Ganges. He wrote,
D much previous consideration and some preliminary
outlay would be required in dealing with the very
difficult question connected with the periodical
innundations here, both as regards the permanent
securl'd of the works and their first (:ost.!!i A
variety of projects were suggested to deal with this
problem which included the construction of new embank-
ments from north to south, draining the surplus water
of the Damodar by means of navigable end other canals
leading into the Hooghly, removal of the bunds on the
right bank of the river and allowing the floods bo
discharge their waters by that measure and so onP.
numerous flood openings, in addition to large bridges
over the three rivers, the bally nhsl, the Saraswati
and the Hagra, were provided and the cost incurred,
with respect to the portion of the line between Howrah
and Hooghly, about 264- miles only, was estimated once

at 5, 00,000 rupees'h But, obviously the measures

taken were not very successful in dealing with the

1. Kennedy's Heport, 21 Jan. 1851, Bel.Govt. of India,
Ko. 1, p.36.

2. remarks by the Military Board on the proposals brought
forward for the drainage of the tract between the
hsniodar bunds and the Hailroad, ly Oct. 1851, ~ly.
Letts. Encl., fol. V.

5. Bauer to Stephenson, 12 fee. 1851, ibid.
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problem. Long after this period, even in 1945, when
the river Lamioda.r was over—flooded, and breaches occurred
in the embankments, the urea below the city of Burdwan

was submerged at some places below six or seven feet of

water. from 18 July to 8 October of that year, all
traffic between the stations on the —I.h. below and
above Lurdwan had to be suspended. the cost of the

traffic diversions on this railway amounted to more

than 53, 00,000 rupees and the cost of repairs to

roads and the railway, including the construction of

new waterways, culverts and bridges, was even greaterA
So far as the provision of materials was concerned,

unlike that for the other portions of the main line,

this was accomplished with comparative ease in the

case of this experimental portion of the line. The

shipment in England ox the iron-work, needed for the

line began from a very early period. The price of

iron was cheap in the English market during this period

and the supply abundant. In 1850, Simms seated it to

be very low, the price being iff - 15s - Od. per ton

for rails and L5 - 10s - Od. per ton for cast iron

chairsz. freight in the India-bound vessels was not

yet © problem and the rate of freight was never

1. Preliminary Memorandum on the united development of

the -“anodar -Over (Calcutta 1945), p.20. -
+

2. Simms’ further deport, 29 npril 1850, para 47, Ely*
Letts. Encl., Vol. II.
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complained of. The first parcel of rails for the
experimental line was shipped in 18501. By august
lo55, with the exception of 2000 - 5000 tons of rails,
the whole of the iron-work required for the line v/as
shippedz. This included also the three iron bridges
built on Warrenls principle, a new invention in England
in those days,for the three large rivers in the course
oi the line, the Bally Khal, the Saraswati and the
i'iagrags. Even the inland transport of this heavy iron-
work was not a great difficulty. It was due to the
fact that tne total stretch of this line was never
very far from Calcutta where vessels from England

were unloaded and almost the entire length of the line
v/as easily accessible by the available water and over-
land communications. from Howrah to the point where
it took a gradual turn to the west, the line ran
almost parallel to the river Hooghly, which being in
the close proximity to the sea, was more navigable here
and was much in use for the transport of railway
materials. In February 1851, the friend of India

wrote, n and not a day passes without the cheerful

1. Hoad to Stephenson, 22 Oct. 1850, kly. Home Gorrs.,
I1A*, Vol. II.

2. Board of Directors of the E.I. fly. Co. to J. Hodgson,
Offeg. Agent in India, 25 August 1655, kly. Home Oorrs.,

rA* Vol. V.

5. fin. (kly) res. to, 7 Can. 1852, No. 5, kly. Des.
Beng. Ind., vol. I, p.146.
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sight of hosts laden with rails and sleepers, and

redolent of creosotel, passing the river."P So far
as land transport was concerned, cart-loads of railway
materials were sent along the Grand Trunk koad,
extending along the entire region from Calcutta, to
Burdwan, and even beyond that place, of course with a
break involved in the crossing of the Hooghly near
Palta Ghat"'

Some difficulties, however, were experienced in
procuring sleepers for the line under construction.
It was almost taken for granted that sleepers for this
line could be secured from local sources. The Court
of Directors worte in 1852 - *India will be found to
possess ample means for the supply of timber, which

4

when creosoted, will mane excellent sleepers. In

1. Bethell's creosoting process was then much in use in
England for preserving timber from the adverse effects
on 1t of climate, worms, etc. Timber was susceptible
to quick decay specially in the Bower Provinces or Bengal
due to the moist climate and ravages of white ants,
kith the expectation that timber from the local sources
could be used for railway purposes, the entire apparatus
needed for the process was sent from England at an early
period; <c¢.f. Melville to Koad, Ip Bov.1850,kly.Home
Gorrs., Inl, Vol.I, pp. 65-66.

2E f'he 2Triend of India, 6 Eeb. 1851, p.771%*

5. Kinutes of Evidence taken before the Earl.Eel.Com.
on East India (hlys), 1858, Pari.Pap., (H.C.), 1857-58,
X1V, (416), p.41, Q.608.

4. Fin. (Bly) -%“es. to, 7 Jsn. 1352, No.2, Ely.Des.Bengw
Ind., Vol. 1, p.131.
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practice, however, it was found that the price asked for
sleepers in Calcutta was too high, in most/giseilshigher
than that at which sleepers, readily creosoted, could
be imported there from England. Of the indigenous
woods, Teak end Cissu were highly recommended by the
railway engineers for use in railway works . But,
both these kinds were too expensive in the Calcutta
market end this precluded, fromlthe very beginning,

the possibility of their being used to any considerable

extent in the line. In the first four tenders sub-

mitted towards the end of 1850, the price asked for
leak sleepers, for instance, was three rupees each

In all the subsequent tenders submitted for this kina

of sleepers, the price remained equally high"#. This

was also the case with missu sleepers®. The kind of
wood which was in extensive use throughout the northern
part of India for various purposes was bal, ins price

1. Turnbull's Heport on the Experimental line, 29th May
1850, Ely. Letts. Encl., Vol. II.

2. extractfrom the Minutes of a Meeting held at the
offices of the E.I. *ly. Co. in Calcutta, 11 Bov.
1850, Ely. Letts. Encl., Vol. II.

p. remarksby Baker on the letter dated 7 April 1852
of Lieut.Col. P.T. Cautley, director of the Canges

Canal dorks, to I. Muir, °ec. to Govt, of B.I. Provinces,
5 May 1852, Ely. Letts. Encl., Vol. VI.

4. Ibid.
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being moderate and the supply*, in relation to the

existing demand, more or less abundant. nut, the

price of sleepers, made of this kind of wood as well,

showed a tendency to rise, which was obviously due to

the sudden demand created by the railway. The price

initially asked for this kind of sleepers was Rs.1-12-0

eachl. but, subsequently, it went up to Rs. 2-10-02.

In fact, the position of the entire timber market in

Bengal was precarious. The average price quoted in

the seven tenders received on 13 March 1851 was

Rs. 6-5-0 for each sleeper, the highest being Rs.

8-12-0 each and the lowest, Rs. 2-10-0 each . ~oout

the same period, creosoted fir sleepers were available

in England at 5s. 3d. each, i.e. Rs. 1-10-0 per

sleeperl and even including the transport cost, estimated

at about Is. Jd. per sleeper, these could be imported

into Calcutta at a cheaper rate than that at which local

sleepers could be procured there". Stephenson wrote

I. Extract from the Minutes of a meeting held at the
offices of the E. . Ely. Co. in Calcutta, 11 Bov. 1850,
Rly. Letts. Lncl., Vol. II.

2. Hunter-Litter to Court, 20June 1851, para 4, Rly.
Letts. Lncl., Vol. TII.

3. Turnbull to Load, 20 March 1851, Rly* Letts. Lncl.,Vol.lv.

4. Lin. (Rly) Jes. to, 7 Jan. 1852, x.0.2, Rly. Les. Beng.
Ind., Vol. I, p.131%*
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with reference to this high price asked for sleepers
stat od

in Calcutta/that it was unbelievable that a material

like wood could command such a price in the market I

Baker was of the opinion that the prices demanded were

almost prohibitory for the use of that material in

railway works ;

Apart from this high price, the other difficulty
experienced was the failure of contracts. throughout
the period that the experimental line was under construc-
tion, every opportunity was explored for procuring
sleepers from the local sources whenever prices asked
for them were reasonable. Contracts were entered into
from time to time. But the failure of contracts was
very frequent; and this caused immense difficulties.

Under these circumstances, there was no other
option but to depend on imported English sleepers.
England during this period was importing a large
quantity of timber - specially Kernel i'ir from the Baltic
countries such as Sweden and Norway - for building
ships, houses and machinery’. fhe supplies were

1. Stephenson to Noad, 20 march 1351, Kly.Letts.Encl.,Vol.Ill

2. Baker’s Note (No date given) on Stephenson’s letter to
Noad, 20 Kerch 1851, Ely.Letts.Encl., Vol. III.

5. Remarks by Baker on kurnbull to mtephenson, 12 may
1852, (No date given for these remarks), nly.Letts.
Encl., vol. VI.

4. J.R.M. McCulloch, ,, Uictionsry of “oi’rrce Cc  or-
cial Navigation, New edition edited by K.G.keid,

(London 1871)", P<«1588.
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constant and price conditions naturally normal
The transport between England and India, though limited
during this period, was regular and the elements of
uncertainties leading to high transport cost as was
the case with the existing communications in India, in
the pre-railway age, were absent here. So, the use
of imported sleepers for the line under construction
was found both cheaper and convenient. Practically
79 miles of the total length of the 121 miles of the
experimental line were laid with Memel Fir sleepers and
another seventeen miles with cast iron sleepers also
supplied from England. It was only about 254- miles
of this line which were laid with sleepers made of
Indian wood, which was mostly Sal.k

At this stage, we may refer to the causes of
high price and irregular supply of timber in the
Calcutta market. Complete mismanagement and a large-
scale wastage in the forests supplying timber to
Calcutta, and also the poor and limited means of
conveyance through which supplies used to come to that

city, were responsible for the precarious conditions

in the Calcutta timber market. For the past few years,

1. LcOulloch, On. Cit.. p. 1388.

2. Statement of Permanent -ay Materials taken out and
put into the road between Howrah and Haneegunge enuring
six months ending 30 tune 1838, dated 18 uugust 1858,
Statement 'B‘, by Turnbull, Rly.Letts. Encl., Vol.XVIII.
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a demand was being created in Calcutta for timber to
meet the needs of the growing ship-building industry
there and also those of the indigenous boat-building
and house-building industries throughout the interior
of the provincel. leak was supplied mainly from
Moulmein, the principal port of the British province

of lenasserim, and also to a very limited extent, from
Rangoon, the contiguous Burmese portP. The forests

in lenssserim and Lower Burma supplying these ports,
i.e. Moulmein and Rangoon, were subject to indiscriminate
falling for both household and commercial purposes -
export to England being the Eiain incentive so far as
the latter were concerned". This indiscriminate
falling without any attempt at re-planting led almost
to a complete exhaustion of the forests by the middle
of the nineteenth centuryé'. Under these circumstances,
the supply to Calcutta was very limited” and this alone
could sufficiently account for the high price of this
kind of timber in Calcutta. Over and above that, there

were certain other factors. limber felled from the

1. Report of the military Board, 28 Get. 1655 > Beng. Rly.
Cons., 29 Dec. 1833>Eo. 52, Range 153* Vol. AVII

2. Report of n.E. Daniel, 9 June Idyl, Rly. Letts. Encl.,
Vol. IV.

3. Ibid.
4. Daniel’s Report, 9 June 1851> Rly.Letts.Enel.,Vol.IV.

*

5. Ibid.



213

forests in f'enasserim and Lower Burma was subject to
the payment of several inland ciu"gies 1 and the rate of
freight and insurance in the government steamers to
Calcutta, the only available means of transport for
the distance involved, were very high, amounting to
twenty rupees per t0n2. nil these led to a very high
price of teak in Calcutta, Rs. 62-8-4 per ton as
estimated in 1851.'7.

for Sissu and Sal, Galcutta was dependent on
hoorung or the Nepal iarai to the north of Bengal.
Sissu being a rare tree, its supply was very limited
and the price very high. Ime Nepal f'arei was in fact
a part of the vast stretches of Sal forests extending
all along the Southern base of the Himalayas* The
greater portion of this forest remained inaccessible
because of their density, extreme unhealthinees end the
complete lack of any means of communication. felling
operations were carried on only in areas nearer to
human localities4. H. falconer, the Superintendent

of the hast India Company's Botanic Gardens in Calcutta

1. Daniel's deport, 9 June 1851, Rly.Letts.Encl., Vol.IV.

2. Ibid.
3. Ibid.

4. Report of the Military Board, 2s Oct.1855* Beng* I
Cons., 29 Bee. 1652, No.52, Range 165, lol. XVII*



wrote in January 1851 - "The Saul tree of Kindoostan
extends in a nearly unbroken belt of forest along the
Terai, from the Ganges at Hurdwar to the Burrampooter,
and it 1s felled to an extent unknov/n even in the most
wasteful parts of the Teak forests".A The result was
that good Sal timber was becoming scarce in Calcutta
and other timber markets along the Ganges . The
usual way of sending this timber down to Calcutta was
to raft them down the Ganges and its southern tribu-
taries, the kadia rivers, combining in the united
stream of the Hooghly. These Nadia rivers being open
for only three months in the whole year , the rafting
operations were very limited. Even during that period,
the required depth for rafting might not be secured in
all parts of these rivers . Naturally the Government
imposed certain restrictions on the number of logs that
could be loaded in a single raft . To load the timber
1. Report on the Tenasserim Teak forests by H. Falconer,
25 Gan. 1851, Bel.Govt, of Bengal, No.9, p.29.

2. Report of the Military Board, 28 Oct. 1855, Beng. Rly.
Cons., 29 Bee. 1852, No. 52, Range 165, vol. XVII.

5% Supra, Chap. 111, p.

4. Major J. Lang, Suptdt., kadis Rivers, to Sec., mili-
tary Board, 16 April 1853, para 2, Beng.Rly.Cons.,
21 July 1858, No.5, Range 168, Vol. XVII.

5. H. Bear, Timber Contractor, to Stephenson, 17 Feb.
1853, Beng. Rly. Cons., 21 July, 18-53, No. 2, -ajige
163, Vol. XVII.



in boats was a safer course and the time involved in
such a Journey also might be shorter . But, this was
much more expensive and was hardly resorteaAC‘gy the timber
merchants

While this was the position as regards the
existing sources of supply, attempts to open up new
sources had little possibility of being successful,
curing the year 1852-53 when the experimental line of
the E.I.R. was still under construction, a country-
wide search was made under the auspices of the roard
of Revenue of the Lower Rrovinces and also of the
military Board, to open up new sources where timber
for the railway could be secured at reasonable prices.
These enquiries, revealed the same story of very poor
state of communications in the areas concerned, due to

which, in these cases also, there was the emergence of

that apparently anomalous position when timber imported

1. H. rear, Timber Contractor, to “tephenson, 17 Leb.
1853, Beng. Rly. Cons., 21 July 1853, Mo.2, Range
163, Vol.“XVII.

2. Lang to Sec., Military Board, 16 April 1853, para 9,
Beng.Rly.Jons., 21 July .1353, Mo. 2, Range 163, Vol.XVII.

3. There was a considerable supply of Sundri wood in Cal-
cutta from the Sundarbans stretching along the southern
coast of Bengal. But, these timbers could never be
procured in large enough sizes and so, they were gener-
ally regarded as useless for railway purposes, «c.f.
Report of the Military Board, 26 Oct.1653, Beug.Ryy.
Cons., 29 nec. 1853, Mo.52, Range 163, Vol. RYU.



from England rather than collected from these indi-
genous sources was found to be cheaper. Thus,
sleepers, 1f made of wood from Assam forests, were
estimated to cost in Calcutta not less than eight
rupees each. This was mainly due to the high cost
of transport in the government steamers along the
Brahmaputra, leading to the Ganges and the hadia rivers -
estimated to be five rupees each log, and yet this was
the cheapest and the quickest transport available in
those days between Calcutta and Assam . The cost of
conveyance of logs of timber between Calcutta and Chitta-
gong by the indigenous balarn boats - the means of
conveyance in common use for the distance involved was
one rupee each"". This, when added to the actual cost
of timber as quoted in the district, varying from one
rupee to four rupees3, resulted in most cases in a
very high price for it when landed.in Calcutta, obviously
higher than that at which creosoted sleepers could be
imported from England. The cost of timber from the
forests of Bharalpur and Monghyr was to amount in
1. J* N. Martin, executive Officer, Lower “ssam, to
Colonel R. Jenkins, Commissioner ox Revenue, Assam,
31 May 1852, Rly. Letts. Lncl., Vol. VI.
2. G. Plowden, Commissioner of Revenue, Chittagong, to
Board of Revenue, 11 August 1852, Rly.Letts. Encl.,
Vol. VI.

3. Plowden to Board of Revenue, 11 August, 1852, Rif.
Letts. Lncl., Vol. VI.
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Calcutta to eight rupees/1 and Rs. 6-8-0" each, res-
ectively. fais included the high cost of transport
along the Ganges, which was estimated in the case of

the Monghyr timber, at four rupees each log"'. Timber
could be supplied to the railway works at the Raniganl]
end of the experimental line from the Bihar district

of the Patna division. But, the cost to be incurred was
not less than Rs. 5-8-0 each since the price of each

log was two rupees in the forests and the cost of carting
them to Sherghati on the Grand Trunk Road, not very

far from Raniganj, was estimated to be Rs. 6-8-0 each'.
Bxtensive forests were known to exist in Rengpur,

Patna, nurshidabsd, Birbhum, Eoyrs and Aajshahi districts
of the Rajshahi division'; the Champaran district in
the Patna diViSiOIlG; Dinagepur and Raida districts in

tne Bhagalpur aivioicm diVision7‘ and on the Bhutan

1. .T. Brown, Commissioner of Bhagalpur, to the Eec* to
the Board of "“evenue, Lower Provinces, 7 August 1652,
para 2, Rly. Letts. Encl., Vol. VL

2. G. Gough, Commissioner of Patna, to the Board Revenue,
Lower Provinces, 27 July, 1852, ibid.

p. Ibid.

4. Gough to the Board of Revenue, Lower Provinces, 27
July 1852, Ibid.

5. Officiating Commissioner of revenue, Rajshehi division,
to the Board of Revenue, Lower Provinces, 16 July 1852,
Ibid.

6. Gough to the hoard of Revenue, Lower Provinces, 29 July
1852, Ibid.

7. Brown to the uec. to the Board of revenue, Lower Provinces,.
7 August 1652, Ibid.
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frontierl. Apart from the questions of quantity end
quality available which were not satisfactory in all
cases, the transport problem remained a constant factor
due to which the use of timber from these sources was
neither possible nor practicable. The same was the
position as regards the forests along the western
coast of Bengal, Sal forests in Midnapur, ana further
southward, in Uuttack in Orisse{).

However, in spite of all these difficulties, the
construction of the experimental line was accomplished
in due time. By February 1855} the whole line was
open to traffic. The completion of the line within
the scheduled time, i.e. roughly about four year, in
spite of the fact that labour,machinery end materials
for their most part, had to be taken from England was
highly appreciated by the authorities . But, such was
not the case with the extension line to Delhi and we
now proceed to describe that part of the story.

The contract for the extension line to Delhi was

Z

concluded, as we have seen, in February 1854- . The

1. Officiating Commissioner of kevenue, -f-jshahi division,
to the Board of revenue, 16 July 1852, Ely.Letts.Encl.,

Vol. VI.

2. Deport of the Military Board, 23 Oct.1855} Beng. Fly.
Cons., 29 Dec. 1855} No.52, Range 163} Vol. XVil.

5. Minutes of Evidence taken before the Pari. Bel.Com. on
East India (Elys), 1853, Pari. -a ¢, (n.G.), 1857-5&*
XIV, (4-16), p.260, Q. 3688.

4-. Bupra, Chap. I, p.31*
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total stretch of the line was nearly 1000 miles
fhe earlier plan was that the work of construction

pSO

should be started all along the line simultaneously
that it could be completed within the following seven
years%. But, that this was not practicable was
realised soon. The provision of rnaterails, specially
of the iron-work for this extensive line presented
itself as an insurmountable problem. As the line
extended towards the Upper Provinces of India, the
provision of sleepers from the local sources was
increasingly becoming a practice 1 proposition. This
was because of the line being brought within the closer
proximity with the Sal forests of the Himalayan base as
a result of which, the hazards and expenses of a larger
river traffic for the timber could be eliminated.

Since the end of 1855, it became possible to supply a

large number of sleepers from the forest department

of the Government of the N. . Provinces4. Supplies by
% %
private parties began even earliers. But, as far as

1. supra, Chap. I,pp.JO-51.

2. Pin. (Illy) Bes. to, 21 fee. 1852, Bo. 67, Hly.Hes.
Beng. Ind., Vol. 1, p.225¢

5. Hoad to Helvill, 26 July 1854-, farl. Pap.,(h.0.), 1854-,
ALVIII, (418), p. 12.

4. Pin. (fly) 7es. to, 1?7 Bee. 1356, ho. 40, hly.Des.
Beng. Ind., Vol. II, p.544.

5. See, for instance, L. stokes and Bo Actin A ents
o% the S.X. Rly.Co., to Baker, a Dec. 1y850 sly. 8 %
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tiie iron-work was concerned, there was no other way
but to depend on ingland for the entire quantity,
estimated in lopp at 231,595 tons . .out, these were
the years of gold rush, which resulted in the diversion
of a large amount of English shipping from their normal
routes of commerce to India, to the gold-producing
countries of Australia and Californiap, and the yearly
amount of shipping necessary to bring this large
quantity of iron-work to Calcutta to enable the line to
be completed within the stipulated seven years, was
by no means available". Apart from this freight
problem, the position of the iron-market in -.rigland
was not very favourable either. hue to the simul-
taneous demands of the home and foreign railways, the
price of iron in England was on the increasezu. with
reference to this state of affairs, Baker wrote in
December 1853, 1l........... 1 would venture to express a
confident expectation that whatever agency be employed
there will be no difficulty in completing the works
I. Extract from Baker’s Memorandum, IS Dec. 1653, para 9,
kly. Letts. Encl., vol. IX.
2. i. Oldham, Superintendent, the Geological Survey of
India to &.G. Young, Offeg. Und.Bec. to Govt, of
Bengal, 1 August 1355, Ely.Letts. Encl., Vol. VIII.

3. Extract from Baker's Memorandum, 16 Dec. 1855, para
10, Ely. Letts. Encl., Vol. IX.

*

A. Fin. (Ely) Jes. to, 6 Feb. 185E, Do.2, Kly.Des. Beng.
Ind., Veol. II, pp. r-8.



within the stipulated, seven years, provided the
materials, stock and machinery, for which we are
necessarily dependent on England can be supplied in
proper time. In this, however, appears to me to
lie the chief difficulty of the undertaking;.n'

The only practicable line of action under the
circumstances was stated in the despatch of the Court
of directors dated 5 duly 1354*. They wrote, n it
would be desirable to require the completion of such
portions of the line first as might be opened with
the greatest advantage to the public, and to the
xiailway Company. To these sections the materials
which first arrive might be appropriated, so that, in
the event of the time for completing the whole line
being unavoidably extended, the most important parts
may be finished and opened as soon as circumstances
would permit. The construction of the section from
the experimental line to Rajmahal on the Ganges had
already been decided by lbp2". George bibley, the
Hailway Companyls Engineer, remained in charge of the
construction of the portion from near Burdwan to the
1. Lxtract from Bakerls Memorandum, 16 dec. 1853, para

Rly. Letts. Lncl., Vol. IX.

2. Fin. (Rly) Les. to, 5 duly 1854-, Ho. 10, Rly. bes.
Beng. Ind., Vol. if, p.30.

3. Fin. (Rly) Les. to, 21 "“ec. 1652, No. 67, Rly. Les.
Beng. Ind., Vol. I, p. 223.

9,
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river Mor and the other portion of the section was to
be constructed by Messrs. Kelson and Co., the contrac-
tors . Now, another section in the Upper Provinces,
from Allahabad to the left bank of the Jumna, opposite
Agra, with a branch from the main line to the latter
place, was approved for the immediate commencement

of operationsp. fhe parties contracted for this
section were Messrs. Morris and bo. and Messrs. Brandon
and Co., the former for the portion of the line in
Allahabad district"A and the latter for that in the
Cawnpore district '. the remaining portion from
Shekoabad to Agra remained from the very beginning in
charge of the Mailway company’s engineers . But,
excepting the Morris and Co. in the iMLlahabad district,
all other contractors for both these sections failed
to complete the works entrusted to them and these had

ultimately to be completed by the Railway Company’s

engineers6. Both these sections, i.e. the usjmahal

1. Davidson, Op. bit., p.160.

2. Baker's Memorandum, 15 -ept. 1854-, Paras 1-4-, Mly.
Letts. Sncl., Vol. XI.

5. Lavidson, On. bit., p.160.

4. Ibid, p. 153.

5* Ikid, p. 198.

6. Ibid, p.161. *
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section in the Lower Provinces and the Allahabad-
Agra section in the Upper Provinces?® were expected to
be completed by 1857*

There were reasons which Justified the decision
in favour of the construction of these two particular
sections of the line before the others. [t was
obvious, however, that these two sections, with a pap
of several hundreds of miles between them, would not be
of much use for the through traffic between the Lower
and Upper Provinces of India. The probability was
that thistraffic, 1in order to avoid the risk, trouble
and expense of reshipment both at Allahabad and
Hajmahal, would continue to pass by the -old Ganges
route. Bourne commented in 1848, .f....... 1t 1S
doubtful whether a railway, extending from Calcutta
to Hejmahal, would become the medium for the trans-
mission of any material proportion of the Ganges trade;
for though the shoals of the Bhagsrutty and the Sinuous
channels of the Lunderbunds would be avoided by the
use of such a railway, yet a transhipment of merchandise
would be the inevitable concomitant of the proposed
mode of transport, and experience has shown that trans-
shipment i1s a greater evil than any of the ordinary

1. fin. (dly) Les. to, 4 Nov. 1857, ho. 54, kly.Jes. Bang.
Ind., Vol. II, p. 216. *

2. Baker’s Memorandum, 15 Bept. 1854, pars 2, Rly. Letts.
Lncl., Vol. XI.



224

A
impediments of navigation.” But, even leaving out

the question of this through traffic, the sections

projected were to be greatly beneficial to the local

traffic of the areas through which these passed.

The districts of Birbhum and kajmahal, to be served

by the najmahal section, had an extensive export and

import trade with Calcutta. Allahabad was an

important commercial centre of the Upper provinces

and obviously, an extensive commercial traffic used

to pass between that city and the fertile districts

of Cawnpore, Ltawah, etc. in the Upper Doeb. In

view of the hazards and expenses involved in the river

traffic available in the areas to be served by both

these sections, there was every reason to expect that

the existing local traffic would revert to the railways

opened. l/e have already referred to the difficulties

attending the Journey along the Radia rivers, the

principal means of communication available to Birbhum

and Hajmahal districts for their traffic to and from

Calcutta. The navigation along the Ganges and the

1. Bourne, Railways in India, Op. Git., p. 2. Bourne
refers to the Glasgow and Greenock, Dublin and Kingston,
end London and Blackwell railways in nneland which,
on their opening, were expected to absorb the traffic
carried to some convenient points on them by ships
along the ~"lyde, the Liffey and the Thames, respect-
ively. But, this expectation was not fulfilled in

a single instance. c.f. Bourne, hsilways of India”
Op. Cit., pp. 2-5. nece also Ghap. Vi. p.
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Jumna above Allahabad, was equally uncertain and.
*limited, these rivers being too shallow there and
Allahabad was practically the terminus of the water
transport towards Upper Provinces

But, both these sections had peculiar problems of
their own as regards the provision of materials and this

hampered the progress of works on them to a considerable

extent. In the hsjmahal Section, the greatest problem
was that of securing bricks. The line involved the
construction of numerous bridges and culverts. These

never proved to be very great problems from engineering
points of view. But, the difficulty arose from the
decision to build both the sub-structures and super-
structures of these bridges, big and small, in brick.
The rising price of iron in England and also the
difficulty to secure' freight in the India-bound vessels
were the reasons why this decision was taken. It

was expected that brick could be secured from the local
sources at a cheaper ratez. The total amount of brick-

work involved in the line was thus immense - the South

1. John Hodgson, Chief Loco. Suptdte of E.I. Hly.Co. to
... v-. Greathead, Dy.Constg. Lngr. to the. Govt, of India,
Ely. Lent., 10 March 1855, para 2, kly.Letts. Encl.,

Vol. X

2. Minutes of Evidence taken before the Pari.Eel.Com. on
Hast India (Xlys), 1853, Pari.Bap., (H.C.), 1857-53,
XIV, (416), p.42, Q.622.
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Birbhum district alone having more than 5,000,000

cubic feet of brick-work . There is no doubt that

it was an error of judgment to have made such a
decision. Brick-making was entirely a manual process
in Indie 1n those days. The entire operations,
including the burning of bricks used to be carried on
in open-air end so, the large-scale production was
T)ossible only during the dry end preferably hot months.
Besides, the whole procedure involved many uncertainties.
For instance, bricks put into the kiln for burning
purposes, might not turn out to be true and fit for
use. It was usual to reject many of them, because,
from the unsuitability of the clay, lack of skill on
the part of the labour employed, or the inability on
the part of the makers to adjust the heat, these turned
out to be brittle, of bad shape, and either over-burnt
or insufficiently burned. These difficulties on the
face of them may not seem to be very serious ones, and
actually they wore not of such a character as to make
brick-making itself a very difficult process. As it
was pointed out by Hoadz, the difficulty lay in the low
output due to the factors which we have mentioned above,
the maximum annual output upon any give*.-, fifty miles of

1. Turnbull to B. Palmer, Agent to E.I. Kly.Co., 5 July
18575 Fly.Letts.Enel., Vol. XVL

2. minutes of Evidence taken before the larl.3el.dom.on
East India (Hlys), 1858, Pari.Pap., (H.G.), 1857-5&.
XIV,(416), p.64, Q. 1016.
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the line being shout 800,000 cubic feet - a small
figure in relation to the vast needs arising out of
the railway demand which had to be met within a
limited period of time.

In fact, the supply of bricks failed in all
parts of the line. The catastrophe was of least
dimensions in the South Birbhum district due to the
extraordinary exertion and management by George Sibley,
the engineer in charge of the construction of the line
there . But, even there, the position became really
precarious about the beginning of 1857 in the works
between Burdwan function and the river AJayp. In
the forth Birbhum district, the output of the year
1856 proved to be very bad and many of the bricks were
found to be unfit for use"'. The position became most
critical in the Rajymahal district. In 18577
which was supposed to be the year of the completion of
the entire line, about z-,700,000 cubic feet of brick-
work had still to be begun and completed on the S50 mile
stretch of the line in the middle and southern portions
of the district ". according to the usual rate of

1. lurnbull to faimer, 5 duly 1851, para 11, Kly. Letts.
Lncl., Vol. ..VIL

2. deport of Crommelin, By. Oonstg. Bngr. to Govt,
of India, 12 Eeb. 1857, ibid.

5. Crommelinfs Report, 25 -eb. 1657, uly. Letts. Lncl.,
Vol. XVIII.

4. Turnbull to Palmer, 5 duly 1857, psra 9, Blje Letts.
Lncl., Vol. XVI
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progress in sucii works, this was estimated to take about
another six years"l. In this district, the refusal
of the Santals, the local inhabitants, to work on the
milway2 rendered trie procurement of labour extremely
difficult and this made the position worse-". Hie
whole affair revealed a complete mismanagement on the
part of the railway engineers who designed the plans,
and also of the Government officials who approved them.
It also shows lack of proper supervision on the part
of both these parties since they failed to perceive
the true nature of the crisis sufficiently before-
hand.
however, this v/as the troubled year of 1557 when
the outbreak of the Sepoy Mutiny created disorder
throughout the northern part of India and the importance
of a through railway line from Calcutta to some point
on the Ganges specially in respect of the transport of
of troops was all the more felt4. All the insistence
I. Turnbull to Palmer, 5 duly 1857? para 12, Ply. Letts.
Encl., Vol. XVI.
2. This was due to a widespread disturbance in the area
which arose out of the bitter relations between these
Centals and their money-lenders, an episode known as

the cental rebellion of 1355. «c¢.f. -.e-port of the
Leccan “iots Commission. 1875? P*7-

5. Davidson, Op. Qit., p. 166.

4. kin. (Ely) Des. to, 9 Dec. 1857? Do. 60, uly.Des*.
Beng. Ind., Vol. II, pp. 259-241.
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was on the quick completion of the works. a.K. Rendel,
the Railway Company's chief engineer in London, paid

s visit to Indie to inspect the state of works on the
line and to suggest a remedy for the situation

On his suggestion, the use of iron girders for all

the large bridges in the line between the river I4or and
Regmahel was deci#ded in 1853R. lhe position regarding
the supply of bricks in the line between Burdwan and
the river Mor was regarded as not so unsatisfactory and
the line was expected to be ready in good time". The
benefits arising out of the speedy opening of the line
and decreasing establishment cost caused by it, were
regarded as off-setting the increased outlay involved
m the use of iron girders °. The portion of the line
between Burdwan Junction and the river “jay, 23 miles,
was opened on 1 October 1858, and that between the
river Ajay and Sainthia, 24 miles, on 28 August 1859§.

But, 1t was not until as late as October 1860 that the

1. Bin. (Rly) Des. to, 9 bee. 1857, Bo.60, Kly.Des. Beng.
Ind., Vol. II, pp. 239-241.

2. Bote by in.G. Goodwyn, constg. Bngr. to Govt, of India,
Rly. Letts. Lncl., Vol. XVIIL

3 Ibid.

4. S. Strachey, Offeg. Sec. toGovt, of India, to Goodwyn,
16 April 1858, paras5? Rly. Letts. Lncl., Vol. XVII.

5. Report to the “ec.of State for India in Counc. on Rlys
in India to the endof 1859, Leri,-tap., (H.C.j, *1860,

LII, (C. 2669), p. 10.
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line to Rajmahal was opened]l.
The work of construction on the section in the
Provinces from Allahabad upward to Agra, began
about the same time as that on the Ra”“jmahal section.
The greatest obstacle to the rapid progress of works
on this line was the conveyance of the heavy iron-work,
i.e. rails, machinery, engines, etc. from Calcutta.
The only way by which this iron-work could be conveyed
to the respective points on the line was to load them
in country boats along the Ganges. The freight in steam-
ships plying that river was high and the accommodation
in them was too limited for the vast amount to be carried.
However, there was to some extent mismanagement on the
part of the contractors engaged for the purpose and also
a lack of supervision on the part of the Railway
Company’s eflgineersp. But, 1t was the usual difficulty
of the navigation along the Nadia rivers and the Ganges,
which reacted most adversely on these transport operations.
The firm with which the contract was first made was

1. Report to the "ec. of Btate for India in Counc. on Rlys
in India for 1860-61, Pari. Pap., (H.O.), 1861, XLI1I,

(C. 2826), p.5-

2. Report of the committee appointed to enquire into the
working of arrangements for the inland transport of
the permanent way materials, presided over by Crommelin,
J1 Dec. 1856, para 2, Rly. Letts. Rnel., Vol. AVI
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kobello and Co. Regular transport of materials

began from the end of 1854- and up to march 1855, the

Robello and Co. delivered at Allahabad about 2,150

tons though during the period the quantity they sent

was 3,060 tonsl. About the middle of the year 1855,

a fresh contract was made with Lessrs. burrsch+miat,

Grob and Go. This firm had much experience in the

Ganges traffic, and had numerous agencies along the

riverz. The quantity they sent was large. From 9

July 1855 to 30 *pril 1857, 65,624- tons were despatched

by this firm from Calcutta. hut, the quantity

arriving at Allahabad during the same period was only

24-,579 tons' . It had always been the case that a

large part of the goods sent from Calcutta was held up

in the river due to some such circumstances as the

boats running aground or being overtaken by storms.

The experiences of Messrs Durrschmidt and Co. in this

respect may be referred to here. From the end of June

to the end of November during the year 1855, this firm

sent about 19,000 tons of iron-work in country boats

1. Report of the Committee appointed to enquire into the
working of arrangements for the inland transport of
the permanent way materials, presided over by Crommelin,
31 Dec. 1856, para. 3, Hly. Letts. Lncl., Vol. XVL

2. Baker’s Report, 15 Kay 1855, Rly.Letts.Lncl.,Vbl. XVI.

5. HL. Christiana, Transport Suptdt., E.I.Rly Co., to
L. -otokes and Boyle, Acting agents, E.I .Rly.Co.,

3 June 1857, 1ibid.



through the usual routes of the Bhagirathi and the
Mathabanga rivers . DpJ a sudden fall of the Badia
rivers, all the boats despatched during the months of
September, October and November, stuck fast in those
rivers and had to be either partially or wholly unladen
and about 10,000 tons had to be re-shippedz.' A large
number of boats, again, which had crossed these rivers
by September, were involved in violent storms in
between Rampur Boalia and Benares and wrecked. Mean-
time, many of the boatmen were attacked with cholera
which was raging in the neighbouring areas on the
subsidence of floods'.

A precarious position thus emerged regarding the
supply of tae iron-work at Allahabad, In October
1856, with only one year still left within which the
entire line, more than 200 miles4, was to be completed,
the arrival of only 5>4-35 tons of rails was reported at
Allahabad, which was sufficient for only 41 miles of

e

single line without sidings*, and it was calculated that

1. Messrs. Dwirschmidt, Grob & Go. to Crommelin and D.M.
Roche, Traffic manager, E.I.Rly.Co.,24 Dec.1856, Ibid.

Ibid.
Ibid.
Davidson, Op. Git., pp. 195-197*%

(. I~ U S}

Greathed to Baker, 28 Oct. 1856, para 3. ily.Lettfse
Encl., Vol. XVIL
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A
it had taken sixteen months to deliver this quantity

Another 30,000 tons were still OI1 the river between
Lalcutta and Allahabadz. In October 18579 it was
calculated from the rate at which goods were delivered
by the Durrschmidt and Co. in the months 01 January
and February, 1857, ©fd also in the month of December,
1856, that another sixteen months from the former
date would elapse before the whole amount of goods
despatched by this time would reach their destination
However, as in the Rajmahal section, in the
Allahabad-Agra section as well, the work of construction
could not keep up totl/l\(;chedule. thougli the line from
Allahabad to Cawnpore was worked temporarily for the
government puiqposes during 18571‘, 'the entire line from
Allahabad to “gra was not opened before 18625
Keantime, operations were commenced all over the
major portions of the line by the year 1856. The

sections 1in the Lower Provinces were (l) from “olgong

near najmahal through Bhagalpur and Konghyr to

1. Greathed to -"aker, 28 Oct. 1856, oara 6, Aly. Letts.
Lncl., Vol. XVIL

2. Ibid, para 9.

5. Pin. (Ply) Les. to, 5 Lay 1858, Ho.16, Kly.Des.Beng.
Ind., Vol. II, p.298.

A. Aeport to the nec. of mtate for India in Counc. on"
klys in India to the end of 1859, rarl.Par., (H.G.;,
1860, LII, (2669), p.l10.

5. Davidson, Op. Git., p.199-
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Pirpainti, 80 miles; (2) from Pirpeinti, crossing
the large rivers, Keul, Hullohur, and Pun Pun, through
the city of Patna to Phulwari, 85 miles; and (5)
from Phulwari to the west side of the river KarmanasaA
these sections were initially placed into the hands of
the following contractors respectively, Messrs.
Macintosh and Co., Messrs. hard and Co., and Messrs. Burn
and Co.2 But, with the exception of the latter, all
other contractors failed to complete their works and
the Railway Company themselves had to take over the
work of construction into their hands . The sections
begun in the N.h. Provinces were those in Benares and
Mirzapore districts below Allahabad. the former
section was constructed by Messrs. Burn and Co. and the
latter, by Messrs. Hunt and Co.ZL In the Delhi district,
the last section in the whole length of the line from
Howrah to Delhi, the construction started about the
year 1860 by the engineers of the Railway Company" ,

In these sections in the Lower and the Upper
Provinces, the problems in relation to the provision

I. Turnbull’s Report, 6 March 1856, paras 28,14 and 2
respectively, Rly.Letts.Bncl., Vol. XIV.

2. Ibid.
Davidson, Op. Cit., pp. 160-161.

—

Ibid, p. 161.
Ibid, pp. 200-201.

wn s
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of materials were the same as those on the limited
sections begun in 1854, namely, the hajniahal section
in the i-lower Irovinces and the Allahabad-Agra section
in the Upper Provinces. But, as can be easily
imagined from the greater volume of works undertaken,
the problems were of far greater dimensions. In 1858,
koad commented that in the Upper Provinces, the
forwarding of the iron-work up the Ganges would
constitute the key to the period when the railway
line there would be opened while in the province of
Bengal, it was the question of brick-work . that this
was really the position in respect of these sections,
we would try to establish in the following pages.

the amount of brick-work involved in the sections
undertaken was immense. Practically, in taking the
line along the Ganges rather than in a direct route to
MirzaporeP, the main difficulty faced was the work of
bridging the rivers. Major kenned: , though recommending
the line in all other respects, described the rivers
lying in its course, as the chief impediment to the
progress of the work of construction" . aanvers

1. Minutes of Bvidence taken before the Marl.oel.Com. on
East India (Elys), 1855, Pari.Pep., (H.C.), 1857-56,

XIV, (416), p.37, Q-521.

2. Pupra, Ohsp. I11, jp. 142-135.

3. Minutes of Evidence taken before the Pari.Sel.Com.
on East India (Elys), lop , Pari. Pep.. (H.O.),
1857-58,-XIV, (416), p.135, ...2011.
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criticised the entire line to Delhi in the following
terms - "The most formidable obstacles which occur in
the course of the line are the rivers, the cuief being
the Soane, and the Jumna* ine others are the itdjei,
more, Keeul, hullohur, and Tonse.::il hoed stated in
[t58 - n whole question fof the measure* of time for
the completion of the whole line'l resolves itself into
the rapidity with which we can construct the enormous
number of heavy bridges and flood arches along the
Manges Valley Line.T- Many of these rivers lay in the
portion under discussion, namely, the Keul, the hullohur,
the Son and numerous others big and small. 'The super-
structures of these bridges were to be of iron girders
imported from -ungland. But even then, the brick-work
involved in their sub-structures and also in the smaller
bridges, viaducts and flood-arches was extensive. s
for instance, in the Son district, the substructure of
the bridge over the river Son alone needed 18,46p24 cubic

feet of brick-work . The other important bricm-works

1. deport to the “ec. of State for India in oounc. on hlys
in India, to the end of 1859, Pari.rap., (H.C.), 1860,

HI, (2669), p.o.

2. Minutes of Bvidence tanen before the isrl.3el.0om.on
East India (Elys), 1858, Pari.Man., (H.C.), 1857-58,

XIV, (416), p.54, Q.475.

5. Estimated quantities of brick-work in the proposed
bridge over the Soane by Turnbull 51 Dec.1855? Ely.
Letts.Encl., Vol. XIII.
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were in lhe bridges over the Karmanasa, the ihorsnedi,
the Bynsa and Bunas nadis, and also in a series of
flood-arches at various intervals .

how, all along the line, the difficulty experienced
in procuring bricks remained a constant factor
impeding the progress of works. fhis difficulty was
to a great extent due to the scarcity of brick-makers
throughout the period. fhe great demand created by
the railway works led to a great shortage of professional
orick—makersz. Xven by recruiting ordinary available
1ab0ur3, and employing the kailway Company's engineers
for the purpose4, these-needs could hardly be met.
Besides, there were some specifically local difficulties -
the lack of fuel for the burning of bricks in some
places; at others, the unsuitability of the clay
available. In the Bon district, for instance, the Burn
and Bo., the contractors, commenced brick-mai:in;on
a large scale immediately after they received the notice
of the work. But, in spite of their best attempts, at
the Karmanass, the fhora Nadi and several other places,
serious failure in brick-making took place due mainly

1. Turnbull's meport, 6 --arch 1856, para 2, hly. Letts.
Lncl., Vol. XIV.

2. Ibid, para 6.
3. Ibid.

4. Crommelin's keuort, 25 Leb. 1857, Hly.Letts. Lncl.,
Vol. XVIII.
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to the unsuitability of the clay. The quantity of
brick obtained was found to be insufficient to commence
works before the rainy season the year 1856 as was
originally planned °. By procurement of clay from a
great distance and also by erecting a brick-making
machine at the river Karmanasa, some success was
achieved in the brick-making here and that as late as
the cold season of 1856-57 - text to mon, tnere was
the Patna, district which contained three large bridges
over the rivers hullohur, Keul and Pun Pun and
numerous flood arches and viaducts . Brick-making
here was seriously affected because of the difficulty
of securing brick-makers and brick—layerle. in the
Hullohur Valley, a series of long viaducts were
designed entirely in brick and because of the immense
brick-work involved in them, the area was described
to be the key to the period of opening nearly the
whole of the railway line within the limits of the

Bengal Government". towards the end of 1358,

I. Turnbull's deport, 6 March 1856, para 3, illy.Letts.
Lncl., Vol. XIV.

2. Turnbull to Palmer, 6 April, 1858, Ply.Letts.Lncl.,
Vol. XVII.

3. Turnbull's deport, 6 March 1856, para 14-, Rly.Letts.
Lncl., Vol. XIV.

4-. Ibid, para 27.

5. Goodwyn's Resort, 12 June 1858, Kly.Letts.Lncl.,
Vol. XVII.
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serious dearth o1 fuel for burning bricks was reported
in this area. fire-wood was scarce and the Xarhar-
bari coal-field, being 50 miles away end the mining
operations being very limited there, wes not of much
helpl. while the quantity of bricks required to be
burnt was not less than 200,000,000 in 1856, 1i.e.
nearly two years since these works commenced, only
p,000,000 had been burnt% this was also the
condition in the next district, i.e. from firpainti

to Oolgong. A large amount of bricks was needed

for bridging work over the Ghooghat river, the Geroah,
the Chumpun and the Khoah rivers and also for the
Monghyr tunnel"'. Due to the usual difficulties
attending the process of brick-making, no brick-work
could be commenced in this district even until march
18564. The contractors for the line, Messrs. Macintosh
end Co. were, again, new on the railway works, and

the bricks made under their supervision, were of an

inferior kind and the entire lot, which was rather a

_ S
large amount, was rejected".

ir-T— s T m—

1. Greathed's note on the Hullohur falley ..orks, 9 kov.
lopo, para. 2, kly.Letts.kncl. , Vol. XIX.

2. Ibid.

5. Turnbullls Seport, . ,
Encl., /o0l. Xlv.

4. kbid, para 50.
5. Ibid, para 28.
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The remedy suggested for this state of affairs
was the same as that on the portion between Burdwan
Junction and hajmahal. In 1358, on Turnbull's
suggestion, the adoption of the imported iron girders
even for the smaller bridges was decided on. fhe
ground on wnich this decision was made was the same
as in the case of the ha*jmahal section. fhe extra
cost involved was sanctioned in view of the quicker
completion of the worksA. By 1865, the line was
opened all the way from Howrah to BenaresP.

In the Upper Provinces, the conveyance of the
permanent way materials became an increasingly
difficult problem along with the commencement of
works in districts other than Allahabad, Cawnpore
and Btawah, where operations had commenced in 1854.
In April 1854, Palmer showed that exclusive of turn-
tables, signal switches, crossings, etc., 100,404
tons of rails, 27,000 tons of chairs, 1,258 tons of
keys, 726 tons of pins, 6,005 tons of fish-plates and
690 tons of bolts and nuts, etc. still remained to be
conveyed up the Ganges and that half of this quantity

was to be carried over the entire distance to

1. ixg referred to in Goodwynls Note, 2 July 1858, Ply.
Letts. Lncl., Vol. XVII.

2. Hep. to the 8ec. of Otate for India in Counc. on jilys
in India for 1862-5, Pari. Pap., (n.C.), 1865,
XLIIT, (5168), p.11.
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Allahabad 1. [t was being increasingly felt that the
existing arrangements, i.e. country boats, were
completely inadequate to carry this immense quantity
of iron-work to Upper India within a reasonable

period of time. The nailway Company suggested in
1853 the construction in Calcutta of two iron loco
steamers, eight iron flats of 200 tons each, and 50
sailing flats of iron or W00d2. They also demanded
the importation from England of eight steamers and
eight flats for use with' the steamers and 50 sailing
boats" . They also proposed to undertaxce the transport
operations into their own handslf‘. These proposals
of the Hailway Company were immediately approved by
the Government authorities who did not fail to see the
urgency of the situation. In support of these
proposals, Strachey, then officiating secretory to the
Government of India, wrote - n Hailway property

to the value of 1 of a million sterling 1s lying no

one knows where between Calcutta and Allahabad on the

banks or at the bottom as may be. Things nave been

1. Palmer to Goodwyn, 16 -oril 1358, Hly. Letts.Encl.,
Vol. XVIIL

2. Ibid.
ntrschey's hote, 20 April 135-3, Ibid.

o

A. Palmer to Goodwyn, 16 iipril, 1858, ibid.
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getting worse insteed of better end the present
proposal of the Agent seems to be the only practicsble
way out of the difficulty.!l

But, in spite of all these measures, conditions
in respect of the transport of the railway materials
to Upper India did not improve very much. Even in
1860, the whole arrangement as regards the transport
of the railway materials to Upper India v/as described
to be norie great and expensive faifure1l.?  Various
discrepanices were brought to light in the way the
accounts were kept, and the goods were sent from
England and stored from Uelcutta:’.

It v/as not before 1865 that the entire distance

4

from uwaicutta to Delhi was traversed by the E.I.A

Throughout the period that the work of construction was

1. Stracheyfs Note, 20 April 1858, *ly.Letts.End.,
Vol. XVII.

2. J.P. Beadle, Constg. Bngr. to Govt, of Bengal, 14
Dec. 1860, i-ly. Letts.Encl., Vol.XXI, p.4.

3. deport on the management and Accounts of the ntore
Dept, of the E.I. Hly. Co., by Oaptain Hyde, Dy.Constg.
Engr. to Govt, of Bengal, 10 Nov.1860, ibid, pp.2-3.

4. Hep. to the Eec. of State for India in Counc. on Elys,
in India for 1865-66, Pari.Pap., (E.G.), 1866, LII,
(3696), p.3* The line wascarried in this year to
the left bank of the uumnaat Delhi, ibid. The
bridge over that river which gave this railway access
to that city was opened in 1866-67, c.f. Hep. to the

Sec* of State for India in Counc. on Elys, in India for

1866-67, Pari. Bap., (H.G.), 1867, L, (3856), p.26.
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going on in the Upper Irovinces, the transport of
materials remained a serious problem which, it was
even apprehended once', would arrest the entire
progress of works in these areas.

The construction of the Jubbalpore section was
commenced in 18622 and that of the chord line in
186p-S6~. By this time, railways v.ere no longer a
novelty in India. Extensive stretches of railways
were already in operation in the neighbourhood of
both these lines. fhe chord line was the extension
of the Ranigan” branch of the line, which operating
for the past few years, must have been of great help
in respect of the most difficult aspect of the
construction work, namely, the transport of the
permanent way materials landed in Calcutta. This
was also true of the Jubbalpore section, which,
commenced in 1862, could avail of the services of
the main line of the E.I.S. then opened for a consid-

erable part of it from Calcutta towards the Upper

lrovinces.

1. Christiana to stokes and Boyle, 5 June 18572 Ely.
Letts. Encl., Vol. XVI

2. Hep., to the Sec. of “tete for a-ndia in Counc. on Rlys.
in India for 1861-62, Pari.Pap.. (B.C.), 1862, XL,

(5009), p.5.

5. Rep. to the Bee. of "tate for India in Counc. on,Rlys
in India for 1865-66, Pari.Pap., (H.C.), 1866, LII,
(3696), p.4.
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In describing the work of coxistruction of the
E.X.R. with reference to the particular problem of the
provision of materials needed for it, we come across
a particular point related to this problem, namely,
the loss of materials suffered by this railway during
the Sepoy Mutiny of 1857 &nd this 1is the last point
that we intend to refer to in this chapter. when
the Mutiny broke out, the work of construction was
going on on the major portion of the main line, and
the progress of works on this line was affected by it
in more than one way . Of ell the effects of this
outbreak on the construction of this line, the most
apparent was the wanton destruction of the materials
belonging to the Railway. Railways being one of
the innovations in India about this time to which the
causes of this outl; etimes traced bsen, 1t
is not entirely unreasonable to assume that these
were special targets of attack by the people in revolt.
These feelings must have been stronger in Bihar and
the N.W. Provinces where the railway had not yet
started to function and it is notable that the
destruction of the railway property during this out-
break was almost limited to the unfinished portions

of the line in those two areas.

1. Bupra, Chap. Il,pp. 86-67.
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In Bihar, the portion most affected lay in the
ion district. All the preliminary works, plant, fuel
and materials provided for the piers of the Son bridge
were destroyed by rebellious people from -inapore
The destruction effected here was described to have
thrown back the ultimate completion of this work at
least by one yeer”-. The same Linapore mutineers
destroyed valuable railway property in the Arrah
district to the west of the river Son" . trks were
deserted temporarily over the greater portion of the
line from Rajmahal to the river Son”.

In the k.« Provinces, the most serious damage

was caused in the Allahabad district. The wood-work
of 67 venicles was completely burnt'. The iron-work
for the waggons was almost entirely stolen”T. The

running shed, erecting shed, smiths’ shop and stone-

house were completely destroyed by fire; all the tools

1. S. Power, Engr., E.I. .. , to Turnbull, 7 August 1657,
Ely. Letts. Encl., Vol. XVIIL

2. Laker’s Report, 11 August 1857, ibid.

5. Turnbull's ~.eport, 21 nuyust 1857,o0ars 16,-ly. Letts.
~.ncl., Vol. XVI.

A. 1Ibid, paras 8-9, 13 3rd IE.

5. P.P. Kkichol, noting Loco. Juptdt.,Allahabad, to
Palmer, 29 June 1857, Ely.Letts.Lncl., Vol. XVI.

6. Ibid.
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'
o7 the tool shop were stolen . i-lany of the boats on

the Ganges, carrying railway materials, were sunk,
burnt and destroyed by the rebellious people“g.

The E.I.R. v/as the first line of railway to be
built in the northern part of India arid also the most
important trunk line of railway in that area. The
importance of the history of this construction lies
in the fact that the whole enterprise was a novel one
amidst various adverse circumstances - the principal
one being the provision of materials. what seems
striking here is that this problem, though a very
serious one as we have seen, v/as never foreseen in the
period when negotiations for railways in India were
going on - a period when all sorts of apprehensions
regarding the mechanical practicability and commercial
profitability of railways In India were widespread”.
But, unforeseen though it was, 1t was faced with courage
and determination by the Railway Company’s engineers
and officers, to whose credit should be ascribed the
completion of this vast railway system in due course.
1. Reply of Lichol on the state of the engines at Allahabad,

June 1857, Ely. Letts. Encl., Vol. IVI.

2. Thomas Byrne, Assist, hngr., E.I. Ely. Co., to Palmer,
5 July 1857, ibid.

5% Bupra, Chap. II,pp.38-42.
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EFFECTS

In this chapter, we would describe briefly the
effects of the E.I.R. on the economic life of the Gangetic
valley during the first twenty-four years of its operation
there. The experimental portion of the line was opened
in 1855 and this was followed by the successive openings
of its other portions.1 By 1879, which is the closing
date for this thesis, thus, about a quarter of a century
of its operation might ,be said to be over. During this
period, there were certain developments in the economic
life of the Gangetic Valley which may be directly related
to the operation of this railway there®

The importance of transport in the development
and progress of human civilisation is now universally
recognised. W, T. Jackman, though primarily devoted to
the writing of the history of the development of transport
in modern England, lays much stress on the relation of
transport "to the progress of agriculture, the growth of

markets, the advance of industry, the increase of wealth,

and many other economic and social factors........... n2
Supra, Chap® V.
2. W. T. Jackman, Development of Transportation in England

(London 1962”, Preface, p.jfc3ES]



In the history of transportation, again, the invention of
railways is a great land-mark. The speed, the comfort
and the accommodation offered by the railways were some-
thing unknown in the pre-railway age and thus, the effects
the railways had on various aspects of life in a country
might be described as revolutionary when compared with
those of all other existing means of communication*
Beferring to the history of the development
of communications in India, we find that railways came
there at a time when transport in that country was in a
most primitive state*1 Because of the lack of adequate
communications, the country remained, so to speak, a
conglomeration of so many isolated parts, each leading
its own economic life based on a system only slightly
more advanced than subsistence production. Railways,
by offering the facilities necessary for an exchange
economy, made inter-dependence of various areas possible
and the enlarged demand thus created, resulted in the
development of local resources. Of course these develop-
ments in the economic life of India in the wake of the
introduction of railways there should be viewed in this
way only in a relative sense. The total mileage of rail-
ways opened in India even at the end of our period, was

insignificant when compared to the vast expanse of the

1. Supra, Chap. 111, pp. 117-120
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country and there was also the great need of the develop-
ment of roads and river routes to act as feeders to the
expanding railway net-work. Under these circumstances,
the above-mentioned economic process of inter-dependence
of areas resulting in specialisation could not be said

to have been carried to any remarkable extent in our
period. Besides, inter-dependence of areas and special-
isation pre-suppose the exploitation of the productive
capabilities of the respective areas to such a maximum
extent so as to result in surplus production over and
above the needs of local consumption. This, again,
depends on the availability of several other pre-requisites
in the form of sufficient capital, trained labour, improved
machinery and so on. A high economic standard as a
result of the proper development of all these factors is
yet to be achieved in the present-day India. All that
can be said here is that along with the commencement of
railways, the whole process was accelerated. Railways,
following which came also feeder roads and river-routes,
started fulfilling the first requirement as mentioned
above, namely, the means of exchange. Possibilities
thus opened up led to the gradual development of other

factors.1 In the following pages, we would note these

1. In our subsequent discussion on the effects of the
E.I.R. on the economic life in the Uangetic Valley,
we do not bring in these factors. But* even if we
eliminate these from the scope of our study, we do
not deny the importance of the part they played.
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developments in the areas directly served by the E.I.R.

The economic development in the G-angetfic Valley,
following the operation of the E.I.H. would be reviewed
here under three major heads:- first, the growth of
industries; secondly, the developments in the sphere of
agriculture; and lastly, those m respect of trade*

The E.I.H. can be said to have stimulated to a
considerable degree the industrial activities, in the
modern sense, in the areas it traversed. In fact, the
first rudimentary beginning of modern machine-operated
large-scale industries in India can be traced back to
the commencement of railways in that country. The ind-
ustrial potentialities of India were being increasingly
recognised, no doubt. But, in the pre-railway age,
when there was no trained labour, no improved machinery
and no adequate means of exchange, the amount of money
to be invested in such an enterprise had to be immense
which had no chance of being commensurate.with a profitable
return. Naturally, there was no immediate impetus to
the employment of capital in such projects. The Govern-
ment had no initiative in the matter and this inactivity
was not peculiar to this branch of administration as we
have seen in an earlier chapter®'l Private capital from

India was not forthcoming and private capital from abroad,

1. Supra* Chap. 111, p. 118.
2°  Supra, Chap. II , SO-84.
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in view of the conditions as described above, did not
consider the prospects as favourable. The railways
provided improved facilities of transport which made
possible the collection of raw materials from a variety
of sources and also the selling of finished products to
a wider market. One of the basic pre-conditions for the
growth of industries was thus fulfilled. Confining our
attention to the Gangetic Valley, we find that the industry
which made a rapid headway there during the period under
discussion was the coal of the Burdwan area in Bengal.
We would now try to establish the relation between the
development of this coal-field and the operation of the
E.I.R. in 1its vicinity and this will show that the latter
was the most obvious factor in its development.

As we have seen in an earlier chapter, in the
pre-railway age, the absence of a cheap and regular means
of transport to the Calcutta market remained the chief
obstacle to the proper development of the valuable res-
ources of the Burdwan coal-field. In February 1855,
the experimental line of the E.I.R. from Howrah, opposite
Calcutta, to Raniganj in the coal district was opened
to traffic.™" The railway offered itself as a much
better substitute for the slow, hazardous and consequently,

in its ultimate cost, expensive boat traffic along the

Supra, Chap. V, V*oin9
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Lamodar. It facilitated, in the first instance, the
transport of coal to the existing demand centre in Cal-
cutta - demand arising there from the needs of the newly
introduced steam vessels along the Ganges.*" At the

same time, the railway paved the way for the emergence of
new demand centres. Coal from the Burdwan mines, from
now on, could be transported towards Calcutta in increasing
quantities, and at a comparatively cheaper rate and in a
much shorter period of time. This possibility of obtain-
ing fuel cheaply acted as a direct impetus to the growtn
of the new industries in Calcutta and its neighbourhood®
The manufacture of jute with the help of steam-driven
engines was started at Rishra, near Serampore, lying along
the route of the experimental line.2 But, it was the
railway itself which was the greatest consumer during this
period of the coal raised from the Burdwan coal-field.] In
the initial days of the railway construction in India, it
was believed that coke was the only kind of fuel that

could be used for locomotive purposes.Through successive

Supra, Chap. 111, p® 134*%

2. V. Anstey, The Economic Development of India, (London,
4th ed. 1952), p.279.

3. Turnbull to Baker, 25 June 1852, Rly. Letts. Encl.,
Vol. VI.
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experiments,” Indian coal was known to be very deficient
in coking qualities and so, there was no other option but
to depend on imported coke for use on the newly opened
railways in India.' But, in the middle of the year 1855,
the locomotive department of the E.I.R. succeeded in using
Burdwan coal without coking it for their locomotive purposes2
This suddenly created a very enlarged demand for this coal
and with the work of construction going ahead on the exten-
sions of the E.I.R. towards the Upper Provinces, the poss-
ibilties of this demand being far more enlarged were appar-
ent. Apart from these locomotive purposes, the work of
construction of the line itself involved certain processes
such as brick-burning and so on, which needed a large
amount of coal and the question of quality being not so
important here, the Burdwan coal was in use from the very
beginning.” In 1859, Oldham reported the carriage of cart-
loads of coal from the Burdwan coal-field to the work-sites

4
on the Rajmahal section of the railway.l1

1. Experiments were made both in India and England in the
early years of the railway construction in India; Of. -
Baker's memorandum on measures taken by the Railway
Company for the supply of coke in India, 8 March 1854,
ibid.

20 Turnbull to Baker, 25 June 1852, Rly. Letts. Encl.,Vol VL

3. Pin. (Rly) Les. to, 17 Sept. 1856, Ho.28, Rly. Des. Beng.
Ind., Vol II, p.291.

4. Report on Coal Resources and Production of Indiakby T.

1{I)ldl613m, 1867, App. 111, p.XXIV, Sel.Oovt.of India,
0.64. —
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Under the impetus of these demands, emerging
along with the operation of the railway in the area, the
yearly out-put from the Burdwan coal-field was increasing
steadily. In 1855* this was estimated to be 100,000
tons.” But, in 1859, it rose to 325,000 tons approximat-

B There was a steady increase in the coal traffic

ely.
on the section of the railway opened. While in 1855,

the receipts from the coal traffic on this line was

£1949, in 1859, these rose to £71,736.” 1 Within these
few years, the coal-field itself presented an altogether
different sight* Referring to this, Oldham wrote in

1859 - 1 paid a hurried visit to this coal-field in
1851~52, soon after my first arrival in the country. At
that time, there were scarcely half a dozen pits at work
in the whole field® Nothing struck me with a greater
surprise than the almost total neglect of so valuable and
important a district. But, the scene has totally changed
now. Every known locality where coal is, or has been

seen, has been worked into. Quarries are seen in full

work, where formerly nothing but bareness existed. And

1. Rendel and Turnbull to N'oad, 23 July 1855, RIy® Home
Corrs., °‘A', Vol IX.

2. Report on Coal Resources and Production of India by
T. Oldham, 1861, App. 111, p.XXIV, Sel* Govt, of

India, No. 64®

3. Report to the Sec. of State for India in Coune. on Rlys
in India to the end of 1859, Pari«Pap., (H.C.), i860,
LII, (2669), p®32.
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at the present time the great difficulty consists in
procuring labour sufficient to meet the increased demands.”
The increasing supplies of Burdwan coal as
noted above, had the most favourable effects on its price
in relation to that of the imported coal. In 1852, the
English coal was selling in the neighbourhood of Calcutta
from 27s 9d a ton to 18s"8d a ton.’ During the same
period, the price of Burdwan coal was quoted there as
20s 9d a ton." Prom ,1855, when the railway began to
traverse the coal-field, a sharp reduction in the price
of the latter was noticeable. In the absence of the

4
necessary statistics, we cannot of course prove it in a

1. Report on Coal Resources and Production of India by
T. Oldham, 1867, App. 111, p. XXIV, Sel. Govt, of India.
No. 64*

20 Turnbull to Baker, 25 June 1852, Rly. Letts. Encl.,
Vol VI.

3. Ibid.

4. The statistical information about coal of India as a
whole prior to the sixties of the nineteenth century
is very limited. The materials used in Chap. 111,

ppe/ 33-177, may be mentioned as principal sources of
such information, which do not throw much light on the
various aspects of the question. It was in the early
sixties that the first attempt was made at giving

data, tolerably full and complete, regarding the actual
amount of coal mined throughout India in general, and
all other subsidiary questions relating to this
industry. See Mineral Statistics, p.l, Memoirs of
the Geological Survey of India, Vol III.
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straightforward manner and have to take recourse to some
indirect method. Thus, in 1851, the price of the Burdwan
coal was about one-third of that of imported English coke,
the price of the former being Bs.ll As.3 per ton"3 while
that of the latter, Rs.33 As.12 per ton." In 1855, the
ratio.between the prices of these two articles, i.e.
Burdwan coal and imported English coke, became 1 to 6
respectively, if not more. We arrive at this conclusion
by referring to the fuel cost on the E.I.R. in 1855* In
the first half of that year, when English coke was in use
as fuel on that railway, the fuel cost was quoted as
As.13 Pies 1j per mile." But, in the following December,
as a result of the use of Burdwan coal, the fuel cost on
the railway was reported to have reduced to As.l Pies 108,
i.e. about six times less than the cost quoted for the
first half of the year.4 Since there is no reason to
assume any notable rise in the price of the English coke

5
during this period," the change in the ratio as indicated

1. Turnbull to Noad, 30 June 1851, Rly.Letts.Encl., Vol.
I11.

2. Ibid.

30 Fin.(Rly) Des. to, 17 Sept. 1856, Rly. Des. Beng. Ind.,
Vol. 11, p.291

4. Ibid.

5. The basis of our statement here is the Section on coal
in McCulloch's Commercial Dictionary (London 1859),
Vol. 1, pp» 295-304.7
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above might be said to have been mainly due to the red-
uction in the price of Burdwan coal*®

In the sixties of the nineteenth century, there
was further development of the Burdwan coal-field. There
was, in the first instance, the expansion of railways in
areas conveniently situated to make use of the coal from
this coal-field. Certain industries also grew up in
the vicinity which were increasingly using this coal*
The market for it, thus, was gradually expanding. Assured
of sure return, the E.I. Ely. Co., again, was extending its
lines in the coal-field. The total effect of these two
sets of circumstances was most beneficial to the develop-
ment of this coal-field as was apparent in its increased
annual yield through extended mining operations in the area*
W would now trace these developments in greater detail*

In the middle of the year 1865* along with the
completion of the Jumna bridge at Allahabad, the entire
stretch of the main line of the E.I.R. from Howrah to the
left bank of the Jumna at Delhi - more than 1000 miles -
was open to the public*"-  Along with the opening of the
different sections of this line, the consumption of Burd-
wan coal on the E.I.R. was on the increase, and the com-
pletion of the Jumna bridge as we have mentioned above,
which enabled the E.I.R. to carry this coal for wuse in

sections above this bridge, resulted in almost doubling

Supra, Chap. V, p. 242.
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the quantity so used. In 1865* the quantity of Burdwan
coal used on the E.I.R. was 28,27,953 inaunds.” But, in
1866, it rose to 50,79,612 maunds.p Towards the end of
1862, again, two other railways, the Eastern Bengal Rail-
way” and the South Eastern Railway” were opened for traffico
Both these railways having Calcutta as their terminus,
Burdwan coal was of easy access to them. The amount used
on the Eastern Bengal Railway during 1867 and 1868 were
about 16,110 tons and about 16,330 tons, respectively.

Both the E.I.R. and the Eastern Bengal Railway were using,
even at this period, a certain amount of imported coal for
some minor purposes other than locomotive. But, the coal
used on the South Eastern Railway was entirely Burdwan
coal.7 The same was true of the Delhi-Umballa Section

of the Delhi-Punjab Railway, which could make use of the

1. The Statistical Reporter, (Calcutta) 10 Sept.1869,p.27.
Ibid.

Davidson, o >cit., p.223.

W N

Ibid., p.228.

5. The Statistical Reporter, 10 Sept. 1869, O*.Cit., p.27
6. Ibid.

7. Ibid*
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supplies at Delhi, the terminus of the E.I.R. in Upper
India« Amongst the industries using this coal during
this period, the most important was jute. The number of
jute mills in the neighbourhood of Calcutta had multiplied
to a great extent during this period.

The extensions of the E.I.R. into the coal area
during this period, i.e. the sixties of the nineteenth
century, were rapid and successive. The iirst extension
was made in the early sixties when the experimental line,
which then terminated at Raniganj, was carried up to
Barakar, about 22 miles further northward. In the sixties,
also a small branch from near Barakar to Singharron was
constructed.4 The chord line, traversing the entire coal
district from south to north, with a branch to the newly
opened coal mines of Karharbari, was completed by 1871,%

whereby the circuitous route via Rajmahal for the carriage

1. The Statistical Reporter, 10 Sept. 1869, Op. Cit., p.27«
2. Anstey, Op. Cit., p.279*

3. Report to the Sec. of State for India in Counc. on
Rlys in India for 1865-66, Pari.Pap.,(H.C.), 1866, LII,
(3696), p.4.

4. Report to the Sec. of State for India in Counc. on Rlys
in India for 1868-69, Pari.Pap., (H.C.),1868-69, XLVII,
(4190), App., p=>29*

5. Report to the Sec. of State for India in Counc. on Rlys
in India for 1870-71, Pari. Pap., (H.C.), 1871, LI, (C.
418), p.;;.
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of coal to Upper India could be avoided*

As a result of the inter-play of these factors,
i.e. increasing demand on the one hand, and the increasing
transport facilities on the other, which made it possible
to meet these demands, the output from the Burdwan coal-
field was high during all these years, and towards the
late sixties, it rose to above 1,00,00,000 maunds a year.
The amount mined during the years 1866, 1867 and 1868, was
1)07,90,035 maunds, 1,18,47,178 maunds, and 1,34,50,829
maunds, respectively.1 In i860, the total number of steam
engines in use in this field was 28, with an aggregate
horse power of 490, while in 1868, 61 engines with an
aggregate of 867 horse power were in use.o

Thus, by the seventies, the coal industry orf the
Burdwan area arrived at a position, which, when compared
to that it had held in the forties, might be described as
a major step forward and as it will be apparent from all
that has been said so far, the role of the E.I.R. in this
development was really a crucial one. It is, however,
true that it was not until the end of the nineteenth century
that the major development of this coal industry began.
Apart from meeting the needs of Upper India, this coal-

field then started exporting coal to Straits Settlement,

The Statistitcal Reporter, 10 Sept. 1869, p.27

2. Ibid.



Ceylon and Western India®' Jhe characteristic feature

of Indian Coal resources is their extreme concentration

in the area under discussion. With increasing facilities
during the succeeding years, the production of this
coalfield was continually on the increase and it is

because of the speedy development of the resources of this
area that India now ranks very high amongst the coal- prod-
ucing countries of the worl(f.But, even so, the progress
that was made in the earlier period does not lose its
importance, and the achievements of this early period were
truly remarkable in view of the fact that they were accom-
plished in spite of several positive hindrances. The
first of these was the high railway charges. It was not
until 1891 that these were revised for the first time
which resulted in a reduction." Secondly, until the
sixties, the E.I.R., which was the only railway serving
this coal-field during this period, terminated precisely
at the 35th mile of the Raniganj district4 and this meant
that the mines to the north and to the west had very lim-

ited access to the railway opened." Besides, all through-

1. Ghose, Op. Cit., p.357 and p.359%

O.H.K.Spate, India and Pakistan, (London and New York
1960), p.258.

Ghose, Op. Cit., pp.367-368
Halliday to Baker, 24 Oct.1851, Rly.Letts.Encl.,Vol IV.

Report on Coal Resources and Production of India by
I.Oldham, 1867, App.lllv P*XXV, Sel.Govt. of Ihdia
No. 64. ’
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out this period, there was a chronic shortage of waggons
and engines on the E.I.R. operating there.l In view of
these latter two factors, Oldham estimated in 1859 that
the railway line did not and could not carry more than
2/5 of the whole amount of the coal mined here.”

During this period, when coal industry was making
rapid strides in Bengal, several attempts were made to
work with modern method, the iron-ores known to exist in
different parts of the northern part of India. The demand
for iron created by the introduction of the railways in the
area was the main impetus to all these efforts.” Chron-
ologically the efforts made at Birbhum should be mentioned
first. As early as 1850, when the contract had just been
signed between the East India Company and the E.I.Rly. Co.,
Birbhum was mentioned by the Court of Directors as one of
the places in Bengal where the manufacture of irbn could
be started to meet the demand that would subsequently arise

due to the construction of railways in the area.-l About

1. Report on Coal Resources and Production of India by
I. Oldham, 1867, app. 111, p.XXIV, Sel. Govt, of India,
No. 64.

2. Ibid.

3. Public Letter to Govr. Gen.-in-Counc., 11 Dec. 1850,
No. 27, Rly* Des. Beng. Ind., Vol. I, p.58.

4. Ibid.
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1855, Messrs. Mackey and Co. commenced operations here
on a small scale, and on the success of these initial
efforts, they intended to enlarge their concern.'*" Oper-
ations were continued here until 1875%! About the same
period, similar efforts were being made in the Himalayan
districts of Xunaun and G-arhwal. The suitability of
these areas, which contained valuable iron ores, for the
establishment of iron-works, was being insisted upon by
the Court of Directors since the early fifties, when the
import of iron from England became a great difficulty*3
Operations were first started as a government enterprise4
and later on, were taken over by two private companies*
In 1862, these were amalgamated under the name of the

Kumaon Iron Works*# Operations were carried on by this

Company until 1876 when these were again taken over by

1. Messrs. Mackey and Co. to Stephenson, 19 Jan* 1856,
Rly. Letts., Encl., Vol XIII.

2. R. Chaudhuri, The Evolution of Indian Industries,
(Calcutta 1939), p*117*

3. Pin. (Rly.) Des. to, 26 July 1854, No. 12, Rly. Des.
Beng. Ind., Vol II, p.34%

4* E. H. Stanley, Sec. of State for India to Gov. Gen*-
in-Counc., 24 Peb. 1859, No. 16, Rly. Des. Beng* Ind.,
vol III, p.

5.  Chaudhuri, Op. Cit., p*117*
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the Government*1 But, even in the early eighties, the
measure of success attained here was by no means notable
and the entire operations were in a defunct state"‘p At
Raniganj, actual operations were started as late as 1874,
when the Bengal Iron Works Company was established. “he
Company managed somehow to carry on their operations and
it was not until the beginning of the next century that
some success was achieved here**

The achievements in this particular sphere of
industrial activities in Northern India during the period
following the intorduction of railways there can by no
means be stated to be spectacular. As we have seen, all
the attempts, excepting the one at Raniganj, failed. The
causes of failure lay in a variety of circumstances, the
chief being the failure of the supply of fuel. The kind
of fuel used was charcfcal, since coal was not available in
the neighbouring area and Burdwan coal, because of the
distance it had to be carried over, was not of easy access*
Now, the manufacture of iron on a large scale using char-
coal as fuel has nowhere been a practical proposition

because of the natural limit to the capability of forests

1. S*K*Sen, Studies in Industrial Policy and Development
of India (185&-1914), (Calculla 1974, p.T07e

2. Ibid.
3. Spate, Op* Git*, p.286.
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in the vicinity of such iron-works to supply the timber
neededThis was what happened in the case of Birbhum
and Kumaon Ventures.p But, even these abortive attempts
show how industrial activities were being stimulated in
the Gangetic Valley in the wake of the introduction of
railways there and so, they have some importance from
the point of view of our study.

We now focus our attention on the effects of
the operation of the E.I.R. on the agricultural develop-
ment of the areas they served. The effects of railways
on the agricultural development of India as a whole over
the last hundred years of railway expansion there, have
been far-reaching. Indian economy is, and has been,
through ages, basically agricultural. The difficulties
of transport, prior to the introduction of railways and
other means of communication, however, resulted in the
market being too limited and specialisation was not gener-
ally widely practised. Each unit, depending mainly on
its local resources, was subject to immense fluctuations
of prices even within a very limited period of time0J
Again, in India, agriculture had always been dependent on

the availability of the monsoon and the failure of the

1. Report of J.0*B.Beckett, Deputy Collector, on Iron Mines
in Kumaon, 31 Jan.1850, Selections from the Records of
the Government of the N.W.Provinces, Part XIII, AppdS,
pTTST

2. Chaudhuri, Op. Cit., p.117.
3* Gadgil, Op. Cit.. p.5.
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monsoon over any region in any particular year had always
meant, in the absence of the means of transport facilitating
speedy supply of food from the areas of abundance, the
out-break of local famines with continuous sufferings and
even mortality of the people over a prolonged period*
Railways, in the first instance, enlarged the market for
the produce of the village and thereby gave a great impetus
to increased and specialised production*® The enlarged
demand they created also increased the prices of this prod-
uce and the distribution of supplies they facilitated, led,
to a certain extent, to the uniformity of prices amongst
different areas*® Different parts of the country became
increasingly inter-dependent for their supplies of agri-
cultural produce and this was of great importance in times
of famine in the country*® /e would now examine to what
extent these developments were facilitated in Northern
India in our period by the operation of the E.I.R. there*
To show the extent of specialisation and increased
production in the sphere of agriculture in Northern India,
as facilitated by the E.I.R. specifically, we limit our
observations to a single item of agricultural produce in
the area, namely, cotton of the N.W. Provinces. Both
the soil and the climatic conditions in the N.W. Provinces

were described to be peculiarly suitable for the cultivation
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of cotton to any extent." But, during the middle of the
nineteenth century, cotton used to be cultivated over a
very limited area here. Thus, in 1849, only 10,02,040
acres were sown with cotton, though the area suitable for
such cultivation was reported to be 16,89,682 acres."

The reason for it was that the market for the surplus
produce of this province was very limited. In the earlier
decades of the century, the East India Company used to export
a considerable quantity of this cotton to China and it was
a great incentive to increased production.J But, since
1833, the year which marked the end of the East India
Companyfs monopoly in the Chinese trade, supplies to China
were on the decline.4' So far as the internal market was
concerned, supplies used to be made from Mirzapur, the
great cotton mart of the N.W. Provinces, to Ghazipur,

5
Patna, Murshidabad and so on.' But, obviously, the

1. Sir George Coaper, Sec. to the Govt, of N.W.Provinces,
to W.Grey, Sec. to Govt, of India, 27 Jan. 1862, Pari.
Pap., (H.C.), 1863, XLIV, (132), p.142.

2. W. Muir, Sec. Sudder Board of Revenue, N.W.Provinces,
to 0.Allen, Offeg. Sec. to Govt, of N.W.Provinces, 27
Feb. 1849, Pari.Pap., (H.C.), 1857, XXXII, (296), p.38.

3. Copv of H.H.Bell's Minute addressed to A_len, 8 Oct.
1846, Ibid., p.143.

4. Ibid.

5. W.E.Money, Collector of Mirzapore, to E.A.Reade,
Commsr. of Revenue, Benares, 6 June 1848, ibid., p.38.
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limited means of communications prevented any large
inroad of the Upper Indiapcotton in the areas eastward."”
But, by this time, i.e. the mid-nineteenth cent-
ury, the possibility of the rise of demand for this cotton
in a different quarter was apparent. England was during
this period one of the largest importers of cotton for
her manufacturing industries. The country from which
her supplies were usually drawn was the United States.
But, throughout the earlier decades of the nineteenth
century, cotton both from the N.W. Provinces and to a
greater extent, from the Central Provinces and Berar,
had a steady inlet into the markets of Great Britain.
But, the price that it could command there was much lesser

P But,

than that of the better quality American cotton.
the Mexican War of 1846a when supplies from the United
States were on the decline, definitely showed the import-
ance of India as an alternative source to fall back upon.3
Improvement in the quality of cotton grown in different

provinces in India and also the development of communi-

cations between the cotton-fields and the ports of shipment

1. Cotton was never extensively cultivated in Bengal
because of the unsuitability of her soil for this
kind of production. Facilities of communication
could create a large market for Upper Indian cotton
there.

20 Tooke and Newmarch, Vol VI, Op. Cit., p.501.

3° Supra, Chap. II, > “r-"7.
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were being seriously considered by the Government by
the middle of the nineteenth century.-"

It was not long before that the occasion did
arise when England had to turn to India for large supplies
of cotton. In the early sixties, the Civil War in the
U.S.A. reduced the supplies from that country to a mini-
mum, and England was forced to buy cotton from other
sources."2 Demands on India during this period were ex-
ceptional and the price of Indian cotton rose high*" Imp
roved communications in the country enabled the cultivator
to seize this opportunity to sell his surplus produce and
exports of cotton from India to England, as shown in the
following statistics,4 sharply increased -

1859 i860 1861 1862 1863
509,695 562,738’ 986,280 1,071,768 1,229,984

1864 1865
1,399,514 1,266,513
(In bales).
1. The voluminous correspondence amongst different Govern-

ment authorities both in Londonand Indiaduring this
period on the subject of improvedcultivation of cotton
in the latter country may be referred to here. Cf.
Pari.Pap., (H.C.), 1857, XXXI, (296).

2*  Supra, Chap. II, p*
3. G-adgil, Op. Cit., p.15*
4 Ibid.
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Concentrating our attention on the N. 7. Provinces,
we find that the impact of this cotton boom of the early
sixties was widespread there. Up to May or June 1862,
the market price of cleaned cotton had never reached higher
than from nine or ten rupees per maund in Meerut and other
western districts of this province to fifteen or sixteen
rupees in Mirzapur and other eastern ones. But, the sudden
demand from England created a spirit of speculation and
the price, both in eastern and western districts, rose high.

This is shown in the following statistics”- -

Month Meerut Agra Mirzapur Ghazipur
May Rs 7 to 9 Rs 11 to 14 Rs 11 Rs 15to 17r8
June 1 Rs 12 to 14 Rs 16 Rs 15 to 17
July Rs 10 Rs 11 to 19 Rs31.4 Rs 17to 24
(Maximum)
August Rs 12 Rs 13*8 to Rs22.8 Rs 25to 22
Rs 17.8 (Minimum)
Septem Rs 10to 15 Rs 14*10 to Rs 30 Rs 22to 26.8
ber 23 (Maximum)

October Rs 12.8 to 14

(per maund of 80 lbs.)
The exports of cotton from the province to Calcutta were
increasing steadily. In 1861, the cotton traffic passing

through Benares eastward was described to be unprecedented

I# G--HM. Batten, Sec. to Sudder Board of Revenue, N. W
Provinces, Allahabad, to Couper, 18 Oct. 1862, Pari.
Pap., 1863, XLIV, (132), p.243.
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during the span of the last 30 years.” The exports from
the province during the six months between May and October,
1862, amounted to 2,10,650 maunds." Tvhe area under cotton
cultivation was roughly 1,177,000 acres in the year 1862-
63 as against 9,65,000 in the previous year, i.e. there was
an increase of 228$.J

Now, the role of the E.I.R. in all these develo-
pments has to be critically judged. Even in 1861, this
railway passing through the province was not much resorted
to by the cotton merchants for the export of their cotton
eastward. The line was completed from Etawah to Allahabad.'l
But, between the latter place and Ghazipur to the east, there
was still a break on the line5 and this involved tranship-
ment. The spirit of speculation had not as yet been so
strong and widespread as to induce people to resort to
the railway notwithstanding the trouble and expense of

reshipment.

1. P. Saunders, Senior Commsr. to report upon the cult-
ivation of cotton, to Grey, 7 June 1861, Pari. Pap.,
(H.C.), 1863, XLIV, (132), p.67.

2. Batten to Gouper, 18 Oct. 1862, Ibid., p.245

3. Ibid.

4. Saunders to Grey, 7 June 1861, Pari. Pap., (H.C.), 1863,
XLIY, (132), p.67.

5. Ibid.
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But, things were definitely changing from the
following year* In that year, the rising demand in
Britain forced all the supplies in the province, even those
for local consumption, to be directed towards Calcutta
and these were being hurried down the country by every
possible means of conveyance.J So far as the railway was
concerned, the question of transhipment was still there
since it was not before 1865 that the E.I.R# was completed
for the entire distance from Howrah to the left bank of
the Jumna at Delhi*2 Y/ithin the province, the mileage
of this railway opened, with breaks at certain points, was
far too small when compared to that of roads, the former
being 545, and the latter, 1,960® But, wherever available,
the railway was being resorted to for the transport of cotton
to a much greater extent than the traditional means of
conveyance, such as carts or country boats. Thus, between
9 August and 9 October during the year 1862, 22,567 maunds
of cotton arrived at Allahabad by rail from Agra, while
the arrival by carts and country boats there during the

same period was 1,000 maunds and 5,000 maunds, respectively®*

1* Batten to Couper, 18 Oct. 1862, Pari. Pap*, (H*C.), 1863,
XLIV, (132), p*243*

2% Supra, Chap. V, p.

3* Statement showing the district mileage for roads and
railways in the N. /.Provinces, Encl. 6, info*64, Pari*

Pap., (H.C.), 1863, XLIV, (132), p.220.
4* Batten ;to Couper, 18 Oct.1862, ibid, p.246.
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The gradual increase in the amount of cotton carried by

the railway in 1862, is marked in the following statistics:

Maunds
- A7 [ T TR 1,191
J U N € rreereccicnrnnnnnnncceceeenennssssccecsssassnssssnnnes 2,815
B ) T I OO 4,020
AUGUSE  crrrriiniinnrncccssssnnsnscccssssnsssssssssnssssssns 17,206
September ....iiiiiiiiiiininniininnniennsnniessanns 12,320
37,552

The period of cotton boom was over by the mid-
sixties. Btjt, by this time, an internal demand for the
Upper Indian cotton was becoming important* This demand
was created by the indigenous cotton mills established
in Cawnpur and the adjoining areas and also in the vicin-
ity of Calcutta. The consumption by the latter of the
Upper Indian cotton for the year 1876-77 was estimated to
be 1,15,066 maunds.p At the same time, the external mar-
ket for this cotton was not lost* During all these years,
there was a steady export of cotton from the port of

Calcutta to Great Britain*-' The bulk of the traffic in

1& 1¥e ~( i 1-8(52, Pari>Pap. t (H*C*), 1863,
2. Report on the Internal Trade of Bengal for 1876-77, p.88

3. The reports on the internal trade of Bengal for these
years may be referred to here.
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cotton from the Upper Indian provinces to Calcutta was
being carried by the E.I.B. during this period. Thus,
during the year 1876-77, the imports of the Upper Indian
cotton into Calcutta by road amounted to only 1,744 maunds
while by the river, no such import was reported.” The
proportion carried by the E.I.B. during the same year to
Calcutta may be assumed from the following statement,2
making due allowance for that by the road, which, as we

have just mentioned, was negligible:-

Total exports By rail and road
Agra 1,56,200 1,53,300
Cawnpur 1,03,800 98,600
Delhi 70,200 70,200
Mirzapur 35,600 900
Patna 29,500 6,400
Bulandshahr 27,900 27,900
Aligarh 13,300 13,300
Ghazipur 14,800 2,300
Moradabad 9,200 9,200
Meerut 5,600 5,600
Muzaffarpur 5,300 1,000

(In maunds)

1. Beport on the Internal Trade of Bengal for 1876-77. p.S88
2. Beport on the Internal Trade of Bengal for 1876-77» p.89
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During this period, the E.I.H. was carrying
a large amount of cotton from the Jubbalpore area as well®
The branch of this railway from Allahabad to Jubbalpore
was opened in August 1867,1 and in July 1868, it was
reported to be carrying extensive quantity of cotton
from the Jubbalpore area towards the N.W. Provinces® One
of the main consumers of this cotton was the Elgin Cotton
Mills at Cawnpore.2 A large quantity of this Central
Indian cotton used to find their way to Calcutta by the
main line of the E.I.H. The quantity so carried for the
year 1876-77 was 12,600 maunds.3

However, in the IT.7* Provinces, the area under
review here, we might say that in the increased cultivation
of cotton in these years, the role of the E.I.H. was ob-
viously very important. By carrying off the surplus
product to different demand centres, it gave a great impetus
to production of cotton in this province® We can have an

idea of the extent of this increase in the cotton cultivation

1. Report to the Sec. of State for India in Counc. on
Rlys in India for 1867-68, Pari.Pap., (H.C.), 1867-68,

LI, (4035), p.3

2. Report of H.Rivett-Carnac, Cotton Commissioner for the
Central Provinces and the Berars, on the operation of
his department for the year 1867, Pari. Pap., (H.C.),
1868-69, XLVI, (289), p.21.

3* Report on the Internal Trade of Bengal for 1876-77, p.&9
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here from the following.statistics. Taking a period of
fifteen years from 1874 to 1889, the average area under
cotton in this province during the first five years was
1,072,600 acres; in the next five years, 1,479,800 acres;
and in the last five years, even with two poor seasons,
1,536,000 acres.'l In 1886-87, no less than 1,768,000
acres in tins province were sown with cotton. >

W would now try to examine if the general prices
in the areas served by the E.I.H. were, in our period,
affected in any way by the operation of that railway.
As we have indicated earlier, the relation between prices
and the improved transport in any given area is very close.
Improved transport leads to enlarged market for the produce
of the area and this raises the prices of the produce.
Improved transport also means more even distribution of
supplies in the area and this leads to greater uniformity
in prices. Referring to the conditions in India in this
respect, we do notice a gradual rise of prices there from
the end of the nineteenth century. On the whole, the
external factors such as a shortage in the supply of, and
an increase in the demand for, staple commodities in world
markets, the increased gold supply from the world mines and
so on, had been the dominant factors in this upward movement

Bombay

1. Statisticial" Tables Relating to Indian Cotton/ 1889
U.E.3.), p'yo~

2. Ibid.



277

of prices in India.flv At the same time, this movement

was due to the operation of some internal factors as well
and of these, the improved transport in the country should
be specially mentioned,B K.L.Datta, who was appointed by
the Government to carry on an investigation into the matter,
writes - "One of the most important factors that have
raised the general price-level in India is the expansion

of communications, both railways and roads ... Railways
have now linked up different parts of the country and have
constituted India into, as it were, one market........ The
effect of export from district to district is in many cases,
...... to raise prices."J Besides, the railways led to a
great influx of silver bullion in the country to meet the
charges for their construati0n4 and this can be said to
have influenced to some extent the rise of prices there.v

The process might be shown to be operative even

1. Resolution of the Govt, of India in the Finance
Department, No0.1614-F, Accounts and Finance miscell-
aneous, dated Simla, 24 Oct. 1914, as mentioned in
K.L.Datta, Report on the Enquiry into the Rise of
Prices in India (Calcutta 1914;, Vol. I, p.iili.

Ibid.

2

3. Datta, Op. Cit., pp. 78-79*%

4 Supra, Chap. II, P*37. - ! - - 'e
5

Datta, Op. Cit., p.96.
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in our period in areas directly served by the E.I.H.

and the role of the latter in this respect also can be
pointed out. W refer to the gradual rise of prices

of grain in the N. W Provinces during the period 1860-
660" The most obvious reason for it was the successive
failure of crops in the province*® The year i860 was

a famine year there. In 1864, and again in 1868,

there were bad harvests."9 But, apart from this factor,
the newly opened line of the E.I.H. had an important

part in this development there. Since the early sixties,
different sections of the E.I.H. in the province were
opened in quick succession and the enlarged facilities

of marketing the produce of the province thus secured
seem to have led to a rise of prices there.” Apart from
this, there was an indirect effect of the operation of
the railway in the province on the prices of grain.

The increasing facilities of communication provided by
this railway along with other feeder roads and river
routes acted as an impetus to the increased cultivation

of cotton in the province. This probably meant a

1. The rise of prices as mentioned here should be dist-
inguished from the abnormal price conditions in this
province during the famine of 1860-61, to which we
would refer later in this chapter.

2. Memorandum by C. Gurrie, Offeg. Judicial Commiss-
ioner, Oudh, 4 March 1872, N.W.Provinces Revenue

Proceedings, 10 Oct. 1874, No.41, Vol. LXXXL11,. .p. m
3. Ibid.
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diminution in the grain supply and the consequent rise
in their prices.

In the context of the study of the effect of the
E.I.H. on the agricultural development of the areas it
served, the last point that we would discuss is the role
that this railway had in years of famine in those areas.
The role of improved transport became all the more import-
ant in India in such abnormal years when production of
food crops proved deficient in particular areas. With
the improvement in communications there since the middle
of the nineteenth century, a completely new tendency began
to operate on the availability of the local produce, i.e.
the demands of an extended market having higher ruling
prices - market of both inland and extermal character.
Thus, in the years preceding the famine in the Lower
Provinces of Bengal in 1866, the process of depletion of
grain from there towards the N.W.Provinces was considerable.”
Exports by sea from the former province in the two years
immediately preceding the famine were described to be
upon an unprecedented scale, the quantity being
1,64,23,478 maunds for the year 1863-64 and 1,91,86,522

0
maunds for the year 1864-65. The increased production

1. A section of the Board of Revenue'd Preliminary Report
on the Land Revenue Administration for 1865-66, Pari.
Pap., (H.C.), 1867, LI, (335), p.55.

2. Ibid.
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which we have shown as an effect of improved transport,
was, thus, generally speaking, not available for the
local benefit. The surplus produce which formerly used
to be stored locally for consumption and sale in years
of low produce, was being carried off by the railways
and other means of communication to markets beyond and
this increased the possibilities of scarcity whenever
the produce in any area was below the normal average.

But, here, we have to remember that there was
a limit, under laws of demand and supply having a free
inter-play in those years of Free Trade ana Laissez Faire
political economy, to the period during which movements
of grain would remain outward* The prices in the scarcity
areas, on the increase since supplies were limited, would
reach a level in course of time that would divert the
outward movements of grain toihose areas and this would,
ultimately, reduce prices and stabilise conditions there*
And as in the outward movement of grain, so also in its
inward movement, the role of improved transport would be
vitally important.

This can clearly be shown to have taken place
in the famine in the N W. Provinces in 1860-61 and the
role of the limited section of the E.I.H. from Allahabad
to Cawnpore then opened there, can also be indicated to

some extent. In 1860-61, there was an out-break of a
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local famine in the N.W. Provinces. The causes of this
famine were manifold, the immediate one being the failure
of rains over the two years preceding this calamity
The areas worst-hit lay in Upper Doab and beyond the
frontier of this province, in the Punjab. But, areas
in the Lower Doab also were affected to a great extent.
Prices rose high, wheat being sold in Agra, Muttra, Aligarh
and Meerut, at about four rupees a maund.J But, supplies
were abundant in the districts surrounding the famine tract
to the southeastward, in Benares division, to the south-
westward Saugor and Jubbalpore territories, Gwalior and
Dholepore, and also in Oudh districts to the north*4 In
some of these areas, wheat was being sold at this time from
fourteen annas to Rs. 1-4 per maund.y Supplies began to

pour into the famine tract from all these surplus areas*®

lo B. M Bhatia, Famines in India, A Study in Some Aspects
of the Economic History of India, 1850-1945* (London
& New Delhi, 1963), p»59*

2. Report on the Famine of 1860-61 in the N.W.Provinces of
India by Colonel R Baird Smith, Section I, Pari *Pap.,
(H.C.), 1862 XL, (20), pp.24-26.

3. Report of Colonel R. Baird Smith on the Commercial
Condition of the N.W.Provinces, 8 May 1861, Pari. Pap.,
(H.C.), 1862, XL, (29), p.9.

4. Ibid.

Se Ibid.
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Allahabad was supplied from Benares, From Allahabad,
supplies were proceeding towards Agra along the Jumna
and to some extent, by the Ganges as well.l From Allaha-
bad, the newly opened section of the E.I.B. carried about
a million of maunds of grain to Cawnpore during the period
from January i860 to February 1861.9‘ The quantity carried

by it per month during this period was as foilowing:-J

Maunds Seers
January i860 30 34
February i860
March 1860 439 -
April i860 111
May 1860
June i860 419 25
July 1860 209 20
August 1860 5,127 17
September i860 79,174 28
October i860 122,106 24-8
November 1860 106,413 6-8
December i860 187,548 1-8
January 1861 241,317 12

1. Heport of Colonel R. Baird Smith on the Commercial Cond-
ition of the N.W.Provinces, 8 May 1861, Pari.Pap., (H.C.)
1862, XL, (29), p*10.

2* Ibid., pp. 9-10.
3. Ibid., p.9*
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As a result of these steady importations,

* much improvement in the conditions prevailing in the entire
famine region was indicated. The high prices prevailing
in the famine region were relieved subsequently." Referr-
ing to this, the commission appointed to enquire into
the famine in Bengal and Orissa in 1866 wrote in their
report,- "The high prices which occurred in 1860-61, in
the early part of the season, were relieved by enormous
and most energetic private importations. The gentleman
wno was then commissioner of Delhi tells the President that
the grand trunk road was said to have been worn out in
15 days by the enormous use of it, and the President himself
saw the railway stations between Allahabad and Cawnpore
blocked up with grain awaiting transport, and every cart,
bullock, camel, donkey, in short every means of conveyance
available in the country in active use to transport grain

from Oude." P

The following spring, harvest everywhere
beyond the influence of drought, was expected to be above
the average yield. Under these circumstances, greater
optimism came to prevail as regards the conditions to be

expected in the period following. The position was

lo Report of the Commissioners Appointed to Inquire into
the Famine in Bengal and Orissa in1866, Pari.Pap.,
(H.C.), 1867, LI, (335), p.230.

2. Ibid.
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described by Baird Smith in the following language -

"And so far as mere supply of food is concerned, such a
proportion i.e. the spring harvest of the famine tract
itself would be in itself almost a guarantee against any
absolute deficiency. Reinforced by the surplus produce,
which would instantly begin to pour in from the outside on
any great rise of prices, as past experience has amply
proved, the combined quantities would, I feel confident,
keep the markets at least sufficiently supplied to make
a real dearth of food altogether improbable. On this
point I must say as yet I do not see the faintest grounds
for anxiety."'*’

The above ease shows how, by facilitating the free
movement of grain under purely commercial conditions by
traders and merchants, the 3201.E. played an important role
in providing relief in times of scarcity. At the same
time, it provided the Government with the means of transport
whenever the latter considered it necessary to undertake
relief operations during famines of exceptional scarcity.
Thus, in the famine in Bihar in 1874, the districts mnorth
of the Ganges were provided entirely by Government supplies
from Calcutta, and almost the whole amount, estimated at

2
about 300,000 tons, was carried along the E.IL.H. The

1. Report on the Famine of 1860-61 in the N.W.Provinces of
India by R.Baird Smith, Section I, Pari.Pap, (H.C.),
1862, XL, (29), p»3l1.

2* Leng. Admn. Report, 1874-75, p.319.
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Bengal Administration Report for the year 1874-75 states
in this context - '"Never, probably, has the condition and
effect of railways had a more important influence on the
well-being of a people than that of the Last Indian Rail-
way had during the year 1874 on the people of Behar.
Without that railway it is not too much to say that the
famine could not have been met. By the assistance of
the railway alone did private trade suffice to meet the
deficiency in the three districts south of the Ganges,
and to some extent of Sarumn also; and it was due to the
railway also that Government was enabled to supply the
deficiencies in the northern districts, where private
trade failed altogether to penetrate."”

In another respect, the railways served useful
purposes during famines, i.e. by offering work to a great
body of unskilled labourers. Practically, the various
public works undertaken since the formation of the Public
Works Department by Lord Balhousie created wide scope of
employment for such people and it resulted in a general
increase in the wage rate. The Deccan Riots Committee in
their Report referred to the competition for labour created
by these public works in India and the benefit that labour

could derive out of it. The Report states that as a

1. Ibid.
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result of this competition, the monthly wages of a common
cooly in Bombay rose from Hs. 7-12-0 in the period 1860-
62 to Rs. 13-8-0 in 1863."

With the construction of the railways and the
consequent improvement in the means of transportation in
India, the character of the famines in the sub-continent
changed considerably. Famine could never mean an absolute
scarcity of food as we have noted above.2 All that it
could imply was higher prices of food in consequence of
which the poorer masses having very low purchasing power,
had to suffer hardship. Under such conditions, the
increasing scope of employment as offered by railways and
other public works could be said to have some ameliorating
efiect. During the famine in 1860-61, the section of the
E.I.H. then under construction in the Upper Doab, supplied
a great additional means of relief to poor people. These
railwaysworks and other public works in the area under the
Government Irrigation Department were stated to give daily
employment to between 40,000 and 50,000 people.3 During
the famine of 1866 which covered a wide area in the Lower

Provinces of Bengal, the beginning of the construction of

1. Renort of the Deccan Riots Commission, 1875* pp»
47-48. e

2. Supra, pp. ,230-2.34.

Report on the Famine of 1860-61 in the N W Provinces of

Smith, Section I, Pari.Pap..
1862, XL, (29), p.35. -—-
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the chord line of the E.I.H. was being insisted upon by
the local administrative authorities in view of the large
scope for employment that it would create in the neigh-
bouring areas of Deogarh and Mongfayr.1 In Birbhum,
during the same period, the embankments on the E.I.R.
passing through the district, were seriously damaged in
a flood, and the work of. repair on it provided employment
to many poor people.

Lastly, we can conclude this chapter by indi-
cating the role which the E.I.R. played in our period as
the carrier of the commerce of the region through which it
passed. The point of interest here is the extent to which
the E.I.R. as the only railway operating in the area con-
cerned, was able to attract to itself that commerce from
its traditional channel, namely, the river Ganges” and the
impetus that this railway gave thereby to it.

So far as the inland trade of the area during
this period is concerned, our information is meagre, and

it is not possible for us to discuss this aspect of the

1. Narrative of the distress ana scarcity in the Lower
Provinces by A.Eden, Sec. to Govt, of Bengal, accomp-
anying Edenfs letter to Sec. to Govt, of India, Home
Dept., 10 June 1866, Pari.Pap., (H.C.), 1867, LI,

(335), p.18.

2. Report of the Commissioners Appointed to Inquire into
the Famine in Bengal and Orissa in 1866, Ibid., p.307.

30 Supra, Chap*HI, p.L.2!.
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question in much details. But, the available facts
regarding this branch of trade gives the impression that
even towards the close of our period, it continued to
resort, for its major part, specially during years of
normal commercial activities, to the traditional river
routes along the Ganges and its tributaries. Inland trade
of the area continued to be mainly into the hands of the
country merchants,1 and these people, from the fact of the
comparatively lesser distance to be covered by their goods,
could possibly afford to resort to the slower but generally
speaking, less expensive river routes. This we would
show in a single instance.

During this period, the largest item of inland
trade up the country was rice.2 Different places in
Bihar and the N.T. Provinces used to receive large supplies
of rice from M&lda and Dinagepur districts in North Bengal
and to a lesser extent, from Eastern and Central Bengal*-
Almost the entire quantity of this rice used to be sent

along the Ganges,” though, at least the Central Bengal

1. Minute by Sir Hiehard Temple, Lieut. Govr. of Bengal,
14 Jan. 1876, p.44, Beng. Adm Hep.,1874-75*

2. Beng. Adm. Hep., 1874-75, p*253»
3 Ibid., pp. 253-254
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districts like Burdwan and Lurshidabad, could avail of the
E.I.R, passing through them for their supplies and the
supplies from the districts of Maida and Dinagepur also
could revert to that railway on crossing the G-anges near
Sahebganj. The quantity of rice carried along the Ganges
in three years 1872, 1873 and 1874, to N.W.Provinces and

different places in Bihar, is given below:-*

1872 1873 1874
N.W.Provinces 12,95,702 16,13,852 1,67,998
Shahabad 52,037
Sarun 3,61,520 4,23,311 1,01,569
lirhoot 1,29,528 56,070 40,563
Patna 8,80,778 9,71,001 2,20,719
Monghyr 59,700 23,628 13,199
Bhagalpur 24,190 26,402 34,098
Purneah 19,881 36,019 3,388,980
Santal Pergunah 2,575 29,302 22,247
(in maunds)
Almost the reverse was the position in respect
the foreign trade of the area® The area had an extensive

foreign trade through the port of Calcutta. A greater

absorption by the railway of both exports and imports in



respect of this branch of trade was noticeable even
within the bounds of our period. This process of absorp-
tion can clearly be shown in all the principal items of
exports from the area, such as wheat, oilseeds, sslt-petre,
hides and skins etc. and also in those of imports such as
cotton piece-goods and salt.

Calcutta during all these years was exporting a
large quantity of wheat to different foreign and Indian
ports, the largest part being sent to Oreat Britain.“ The

yearly amount of these exports were on the increase as shown

in the following statistics P
1872-73 1,96,560
1873-74 6,66,186
1874-75 3,80,132
1875-76 18,11,398
1876-77 52,85,635 (in maunds)

The bulk of this supply used to come from the N.W.
Provinces and Bihar.z’" Cawnpore was the principal exporting
place and the entire quantity was being sent from here by
the E.I.H. serving as the only railway link between that

place and Howrah opposite Calcutta. *

1. Heport on the Internal Trade of Bengal for 1876-77, p.56
2 Ibid.
3. Ibid.
4. Ibid.
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Oilseeds formed another important item of export
from the port of Calcutta during these years, the principal
purchases being made by North America and Great Britain."
A steady increase in the amount so exported from year to
year was noticeable during this period. The quantity of
the exports of linseed alone was, in 1862-63, 20,87,2764
cwts,2 and in 1870-71, it rose to 32,72,9634 cwts.~ In
the mid-seventies, the value of the amount exported gener-
ally exceeded £1,000,000." Bihar and the N.W. Provinces
were the main suppliers of this article to the port of
Calcutta. During all these years, the I. I.R. was attract-
ing to itself the greater part of these supplies. Thus,
from the N.W. Provinces, the supplies along the Ganges
during the years 1873 and 1874 were 4,17,814 maunds and
4,17,762 maunds, respectively. But, during the same
years, the quantity that this province sent by the E.IL.R.

were 14,01,960 maunds and 20,75,480 maunds, respectively.

Ben::. Adm. Report, 1874-75, p.228

2e The Commercial Annual or, a tabular statement of the
External Commerce of Bengal'~~during~the years 1861-62
and 1862-63, published by P.Bonnaud, Collector of
Customs, Calcutta (Calcutta 1863), p.48.

3. The Commercial Annual, or a tabular statement of the

internal TJommerce of Bengal during the years 1669-7T?
and 1870-71, published by the Collector of Customs,"”

Calcutta ("Calcutta 1871), p.48.
4. Beng. Adm. Rep., 1874-75, p.228



292

The district of Patna in Bihar sent in 1873 12,181 maunds
by the Ganges and the quantity it sent by the E.I.R.
during that year was 7,82,656 maunds. In the following
year, the supplies by the river and the rail from this
district were, 3,98,161 maunds and 5,20,513 maunds, res-
pectively. The district of Shahabad despatched in 1873
about 12,181 maunds of oilseeds by the Ganges, while the
quantity it sent by the railway during that year was
56,131 maunds. The quantities sent by the river and the
rail from this district in the following year were 28,064
maunds and 76,801 maunds, respectively."1

Very similar was the position in case of salt-
petre, another important item of export from the port of
Calcutta, during this period. The supplies used to come
almost entirely from Bihar,2 and the main purchasers were

P The

United Kingdom, China, Mauritius and Prance.
tendency of this traffic to resort to the railway i.e. the
E.I.R. was well-marked during our period. The following
comparative statement of the imports into Calcutta by the

3
river and the railway" may be referred to here in order

to show this tendency:-

1. For all these details in export trade in oil-seeds,
refer to Beng. Adm Rep., 1874-75, pp.246-247.

2. Beng. Adm. Rep., 1874-75, p.251.

3. Ibid., p.252.



1872 1873 1874
By railway 2,96,316 3,59,276 3,53,501
By river 3,23,000 3,23,800 3,06,000
(in maunds)

The export trade of the port of Calcutta in
hides and skins was more or less considerable* Almost
the total number of these articles, which were mainly
supplied from Bihar and the N.W¥*Provinces, used to be
carried by the E.I.R. towards the port of Calcutta.?

There was omne practical difficulty in sending these by
the. river - specially during the rains. In a long river
journey during that particular season of the year, these
used to deteriorate very soon.2

The two other important exports of the area were
indigo and opium, the former having its market in the United
Kingdom, France, North America, Trieste etc*,* and the
latter in China.A Indigo was largely cultivated in Bihar'
and large consignments used to go from here to Calcutta
by the E*I*R* The total registered imports of indigo

into Calcutta during the year 1875-76 amounted to 1,19,600

1. Beng* Adm* Rep*, 1874-75, p.252.
2. Ibid*

3* Ibid*, p.222.

4* Ibid, p.351-

5. Beng. Adm. Hep., 1875-76, p.195.
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maunds, of which 1,04>970 maunds were carried by the
E.I.J_I-Iab1 Opium was mainly supplied from Bihar and Benares2
and a considerable part of it found its way to Calcutta

by the E.I.H. In 1874, this traffic on the E.I.H.
amounted to 6,271 tons and in the following year, to

6,506 tons.*

On the import side also, the bulk of the supplies
was being carried by the E.I.H. Cotton piecegoods and salt
were the most important items of imports through the port
of Calcutta during this period* In case of cotton piece-
goods, the E.I.H. was carrying the largest share of the
total imports through the port of Calcutta to different
places up the country and the traffic in this type of
goods on this railway far out-numbered similar traffic
on all other lines of communication between the port of
Calcutta and the entire part of Northern India including
Eastern Bengal and Assam. In the year 1876-77, the value
of the total imports into Calcutta by sea amounted to
Hs. 9,67,63,105 and the inland exports from Calcutta of

those articles by the E.I.H. during that year were valued

1. Report on the Internal Trade of Bengal for 1876-77,
p.-79.

20 Beng. Adm. Hep., 1874-75) p.351%
3® Beng. Adm. Hep., 1874-75) p.351%

4* Reports on the Internal Trade of Bengal for all these
years may be referrecT“To here.”
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at Rso 7,38,92.,800.% For the following year, these two
figures were Rs. 11,35,01,500 and 7,82,70,574, respectively.”

The import of salt towards the Upper Provinces
from Calcutta was large, that port having its supplies
mainly from the United Kingdom." The supplies to the
Upper Provinces were mainly by the E.I.R. and the river
traffic in this article towards that area was steadily on
the decline.” In 1872, the salt traffic of the E.I.R.
amounted to 14,70,000 maunds and in 1373, it rose to
16,60,000 maunds.'"’ In 1874, there was a further increase
in this traffic; the amount carried by the E.I.R. during
that year was about 17,00,000 maunds.

Thus, the goods traffic in the area, at least
in the sphere of its foreign trade, was being increasingly
absorbed by the railway operating there. This process of

absorption was a feature common to different railways

1. Report on the Internmal Trade of Bengal for 1877-78, p.50
2. Ibid*

3. Beng. Adm. Rep., 1875-76, p.328.

4. Beng® Adm. Rep., 1874-75, p.256

Se Ibid.

6. Report on the Internal Trade of Bengal for 1876-77, p.62



operating in different parts of India during this period
and the result was a steady development of the external
trade of India." It is, however, a matter of controversy
whether this development was beneficial for the country

as a whole. Amongst nationalist writers, it was strongly
believed that the steady export of raw materials and food-
stuffs as facilitated by the railways in India had been most
injurious to the country. Her nascent industries thus
remained ill-provided and the people ill-fed. But, the
question is whether Indian foreign trade could assume any
other character in the latter half of the nineteenth century.
Her indigenous industries, having failed to compete with
the cheap machine-made goods from the west, were on the
decline and the modern industries which came in the wake

of the railways there, were yet a long way to full develop-
ment. Under these circumstances, if India were to earn
money, she could do it by the sale of her omnly available
resources and her only available resources then were the
produce of her soil. Benefits to the actual tillers of
the soil through this expansion of trade were not altogether
negligible. Sir Richard Temple, the Lieutenant Governor
of Bengal wrote in 1876 - "Bor many years past the export-

ation of raw produce of Bengal has been exercising a

1. Anstey, Op. Git., p.146.
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progressively potential influence on the material and
social condition of the peasantry, enabling them to get
increased returns for their labour, whereby they can
afford to lodge, feed, and clothe themselves better than
formerly, and to fill their dwellings with superior
implements and furniture, causing new wants to arise in
proportion as the means of supplying them are augmented,
and creating a spirit of self-reliance, and a disposition
to appreciate and assert the rights which pertain to the
tillers of the soil."'*'

Here we conclude our discussion on the effects
of the E.I.R. on the economic development of the areas
it served during the first twenty-four years of its
operation. The achievements of this initial period of
the operation of this railway, while not spectacular by
themselves, are of great historical importance. They
represent the first phase of a long history of further
developments in the succeeding years. In the context of
all these, the E.I.R. can really be said to have opened
a new chapter in the economic history of the Gangetic

Valley.

1. Minute by Sir Richard Temple, Lieut. Govr. of Bengal,
14 Jan. 1876, p.46, Beng. Adm Rep., 1874-75*%
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CONCLUSION

In conclusion, we recapitulate tiie entire story
of the origin, development and achievement of the
E.I.R. during the period 184-5-187%- The i1dea of the
construction of this line, which was one of the earliest
railway projects for India, was conceived in the forties
of the nineteenth century. As we have seen, circum-
stances were not initially very favourable to the
adoption of this project. I[ts sheer size involved
immense capital costs and one of the major problems
was as to where this capital was to be poised. Indian
capital was shy and the British capital, due to wide-
spread disbelief in England in those days in the
mechanical practicability and the commercial profit-
ability of railways in India, was not easily available.
The projectors of the E.I.R., like those of all other
original railway schemes for India, had to strive hard
ovexl a prolonged period for a Government guarantee
at a certain rate of return on the capital to be
invested. The Government, though initially opposed
to the idea of any such financial involvement on its
part, ultimately gave way since this kind of guarantee
was found to be the only way of inducing the capitalists
in England to invest their money in Indian railway

projects. But, in the initial phase of the history of



299

the hi.I.E., v/hen conditions in English cone; maruet
happened to be very difficult, even the Government
guarantee was not very effective in securing the
required amount of working capital. However, the
progress in the construction of railways in Indie
gradually removed the misapprehensions in England as
to their possibilities and the succeeding years saw a
much easier flow of British capital for Indian rail-
ways. So far as the E.I.R. was concerned, the
financial trouble that it experienced in the forties
was never repeated in the later period when it under-
took the construction of different extensions. I't
was only in years of financial stringency in England
that the Railway Company faced some difficulties in
raising the capital needed.

But even when money ceased to be a problem, other
problems relating to the construction of the line
itself remained. fhe selection of the route of the
line was the initial difficulty in this respect.

Ihe E.I.h, wes the first railway line to be built in
the northern part of India and it was also projected
to be the trunk line of railway there. Naturally,

the objectives which were expected to be fulfilled by
it were various, covering all aspects of life in the

entire area, economic, social and political, and along
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with, these, there was the requirement of its being
a paying line. The selection of a route for this
railway which would reconcile all these various
objectives in view had not been an easy task.
After a prolonged controversy, the decision was to take
the line along the Ganges. This route was better
calculated to meet all the ends in view - specially
that relating to the commercial profitability of the
railway. It passed through densely populated and
commercially important areas and this held out the
possibilities of greater availability of traffic.

The actual construction of the line after its
route had been selected needed the prior provision
of three things - land, labour and materials. of
these three, land and labour proved to be comparatively
lesser difficulties. Land was procured at a cheaper
cost though the entire process involved in taking
possession of it was much complicated and included
the definition and settlement of numerous claims in
the land and property thereon. Labour was a problem
in this sense that technical labour was not, generally
speaking, procurable in India. Technical men were
very few in India in those days and the wide range
of technical labour which the L.I.H. needed, like

that of all other contemporary Indian railways, were
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mostly men sent from England. Apart from the question
of time involved, the higher cost incurred in this
import of English labour remained a constant problem
throughout our period.

But, what proved to be a real difficulty in the
construction of the 1line was the provision of materials.
Although India was potentially rich in raw materials,
she was handicapped in exploiting these resources
owing to the lack of modern machines and communications
and the materials for almost all her railways during
this period had to. be brought from England. In the
case of the E.I.R., the inland transport of these
materials to respective points along the line became
a great difficulty due to the uncertain navigation
along the Ganges.

But, as we have seen, all these difficulties were
overcome. The E.I.R. came to traverse the Gangetic
Valley by the early seventies and as also did other
railways in other parts of India in course of time.
Even the initial period of the operation of the E.Il.R.
that we have reviewed in this thesis does show what
the railways could offer to India. The industrial
development as facilitated during our period was

apparent in the rapid growth of the Burdwan coal-field.

The movement of grain from one part of the country to
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another and to the port of Calcutta for foreign
shipment was expanding in volume and this meant
greater relief during famine conditions and economic
enrichment of the grain-producing areas generally.
Further expansion of railways and other communications
in India in the succeeding years definitely stimulated
similar developments in different parts of the

country and the result has been undoubtedly most

beneficial to her entire economic progress.



frtan

Toff 2

BOMBAYI

I’é(dnﬂ*rvvl,

x "X



BOMUAYI

Tuulbi

upr Wrik> Wi)

s> < K S \T

AHV

hitinfm

THK

[MI\PI(AS

Lermmwii/i
I I'Imilidunrv
[V u>itLdt*rr
ri hiiiii<u-ain

Statute
Kndwny* <t Station* 1

wt IV »y»rc «

7r+e territory wi'ier British “viminisr%éh*
Nohr*

Kiualv

ninlfii lied

** Yeth'w

MAIIOSI-AV

1%y

bin 72ﬁi«rg*« S*



304

APPENDIX 1

Capital subscribed in England for the
Bast Indian Railway”1848-49 — 1864-65%*

1848-49 £ 60,000
1849-50 £ 220,247
1850-51 £ 364,179
1851-52 £ 174,324
1852-55 £ 134,865
1855-54 £ 559,824
1854-55 £ 2,555,670
1855-56 £ 1,715,426
1856-57 £ 1,064,710
1857-58 £ 1,142,589
1858-59 £ 3,612,300
1859-60 £ 2,013,076
1860—61 £ 2,401,695
1861-62 £ 3,<21,604
1862-63 £ 569,258
1863-64 £ 2,096,626
1864-65 £ 1,754,028 (Year ending 30th April)

1. The figures used in this table and also in the
following ones have been taken mainly from the
Reports submitted to the Secretary of States for
India in Council on Railways in India for the
relevant years and in a few cases, from Range 63,
Vol. LXXII of the records of the Accountant General*s
Department. Although certain inaccuracies may be
noticed in these records,these are the best available
sources on the subject.



APPENDIX 11 1

Capital subscribed in India for the
East Indian Railwayt1849-50 —1864-65-

1849-50
1850-51
1851-52
1852-53
1853-54
1854-55
1855-56
1856-57
1857-58
1858-59
1859-60
1860-61
1861-62
1362-63
1863-64
1864-65

1* The

O e e B e B
N
o2
\o
=)
=)

years given here may not in all oases

correspond exactly to the then official year

from

1 May to 30 April.



1855
1856
1857
1858
1859
1860
1861
1862
1863
1864
1865
1866
1867
1868
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APPENDIX I1I 1

Receipts from the East Indian Railway

1855 -

Co T o CHIR o CHEE o CHE o CHENE « CHENE o CHENE « CHNNR « CHNNE o CHNE o CHNNE o« IR o R o )

1858

10,631
48,412

69,484
87,724
109,403

372,173
214,580

281,000

382,009
500,727
772,099

1,080,885
1,172,693
1,002,047

(Year ending 30 June)

1. Tliis statement and the following ones have
been to the nearest £ -

fractions being ignored*®



1868
1869
1870
1871
1872
1873
1874

1875
1876

1877
1878

1879
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Receipts from the East Indian Railway,

(o T « I s O « CHEE I o CHRE o CNNE R R o CONE o B o )

1,237,946
1,455,170
1,549,627
1,380,380
1,553,296
1,686,337
2,196,887
1,624,331
2,110,379
2,770,667
2,344,942
2,665,751

18&8 -18797"

(Year ending 31 December)

1. The figures for 1868 apply only from the 1st April
to 31st December,1868¢
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Amount of Guaranteed Interest paid in England
to the East Indian Railway Co., 1849-30 —1858-59-

1849-50 £ 5,601
1850-51 £ 17,471
1851-52 £ 35,761
1852-53 £ 44,701
1853-54 £ 50,930
1854-55 £ 87,221
1855-56 £ 190,600
1856-57 £ 285,070
1857-58 £ 349,295
1858-59 £ 422,302

(Year endin§30 April) .

Interest paid in England between 1 May and
31 December,1859 - £ 541,147*



Amount of Guaranteed Interest paid in India
to the East Indian Railway Co..1851-52—1858-59.

1851-52
1852-53
1353-54
1354-55
1355-56
1356-57
1857-53
1858-59

APgBMDIX VI

th th th th th t

1,423
532
1,140
1,662
5,129
12,319
5,214
11,665

(Year ending 30 April)
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1860
1861
1862
1863
1864

1865
1866

1861
1868
1869
1870
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Amount of Guaranteed Interest paid in England and

India to the East Indian Railway Co0».1860-1879»

(o TR S I T « O s R o I < O o s O o T o

666,870
815,081
927,555
986,965

1,057,448

1,161,812

1,203,019

1,289,628

1,395,432

1,460,503

1,493,242

1871
1872
1873
1874

1875
1876

1877
1878

1879

Hh B th i B W

1,460 ,501
1,505,378
1,502,008
1,499,120
1,497,927
1,467,311
1,489,234
1,492,806
1,496,647

( Year ending'31 De
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